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hicago Mayor Persists in 
M. O. Discussion 
ROM the results of the recent national election it 
lis evident that the people of the nation do not want 
iblic ownership of railroads. That decision seems to 
ve been most emphatically expressed. In Chicago, 
wever, the Mayor is still endeavoring to work out a 
an for municipalization of the surface and elevated 
operties. Direct negotiations for the purchase of these 
ies having apparently failed, Mr. Blair, president of the 
rface lines, has proposed the consolidation of surface 
d elevated lines into a comprehensive one-city, one- 
re, transportation system under some form of service- 
cost franchise. Mr. Insull, chairman of the elevated 
‘i has offered to finance $23,000,000 of rapid transit 
msions if the city will say “go.’”’ The Mayor con- 
lues to favor municipal ownership as the first con- 
leration in working out a plan for improvement of 
mnsportation facilities. 
It is reported that he is carefully waiting for an 
portunity of splitting off some one part of the local 
insportation system to be used as a club to force more 
vorable terms from the security holders of the re- 
inder, under the threat of extending a competitive 
y-owned system. Such a plan would correspond 
nerally with the method used in Detroit to force the 
e of the D. U. R. city lines to that city. While con- 
ering Detroit methods, it might be well for Chicago’s 
wor to analyze carefully the. results accomplished 
sre by municipal ownership. Even granting that its 
nicipal system has been successfully kept largely out 
politics to date, what advantage has municipal owner- 
p brought to the car riders? It is hard to find one. 
fact, such success as has accompanied municipal 
ration is directly attributable to Detroit’s wisdom 
turning its system over to operating men who 
ained their training and experience in private enter- 
se. The threat of future political interference is 
istantly present and is even more aggravated by the 
ult of the recent election in that city. 
t is generally considered that Chicago’s Mayor is 
cere in his views on municipal ownership. In that 
pect at least the present administration, from the 
ndpoint of the car rider, is a vast improvement over 
one that preceded it. He has, however, shown 
dence of being so absorbed in the hobby of municipal 
nership as to put acquirement of the lines by the 
r first, and speedy paprovement of the transportation 
ilities second. 
‘he City Council committee on local transportation is 
eavoring to work out a plan for submission to the 
ers in a few months. If-that is done, it is to be 
ed that the people of the city will again express their 
; of public ownership as decidedly as was done 
the national election. Thus the way will be cleared 
‘the speedy adoption of a policy that will permit 
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extension and improvement, just as business in general 
is responding after the burial of the government owner- 
ship bugaboo in national affairs. 


Standardization of Contact Line 
Should Further Electrification 


NE of the most important things in facilitating 

progress in the electrification of American trunk- 
line railroads is the adoption of a common system of 
current supply. Rightly or wrongly, the attitude of the 
railroads has consistently been that interchangeability 
of motive power is essential if electrification is to be 
extended beyond installations where it has been adopted 
locally for particular reasons. With standardization 
of supply, say at 11,000 or 22,000 volts, the steam roads 
can purchase equipment with the knowledge that it can 
be used on more than a single division of a single 
railway. 

Details of the locomotives to be operated on the 
various roads naturally will differ with the service re- 
quirements, depending on the physical features and the 
character of the traffic. So do steam locomotives differ. 
But the feature mentioned most often by steam railroad 
men is that any standard-gage steam locomotive can 
be operated anywhere in emergency, and while it may 
not be particularly well adapted to the load, it can 
function so as to handle a certain amount of business. 
For instance, during the shopmen’s strike two years 
ago many roads used freight engines for hauling 
passenger trains and vice versa. Certainly it was bet- 
ter to get the trains over the road late than not to 
move them at all. 

Leading railroad men and consulting engineers have 
felt for some time that the highest contact line volt- 
age is none too high, if trainloads are to continue to 
increase in the future as they have in the past. The 
New York, New Haven & Hartford Railroad was the 
pioneer in high-tension distribution, having adopted a 
single-phase contact line at 11,000 volts nearly 20 years 
ago. On its system have been operated electric loco- 
motives of nearly every type ever proposed for alter- 
nating current. While it is usually admitted that 
direct-current motors have advantages from an oper- 
ating and maintenance standpoint, these advantages are 
not so great as to overbalance the ability to distribute 
large quantities of electrical energy economically by 
means of high tension. The latest types of a.c. locomo- 
tives employ d.c. motors with the aid of conversion 
equipment on the locomotive itself. 

With greater and greater concentration of train 
weights and increase in propulsion power, the load 
factors have become correspondingly poorer. On a 
large system this can be compensated for to a great 
extent by increasing the distance served by a single 
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substation as much as possible, which in turn demands 
high voltage to cut down the distribution loss. As an 
example, consider the supply of 20,000 hp. to one train, 
the amount mentioned as the input for the Virginian 
electrification. At 22,000 volts a.c. this would require 
some 900 amp. and at 11,000 volts 1,800 amp. With 
3,000 volts d.c., even making allowance for the advan- 
tage of power factor, some 5,400 amp. would be needed, 
or three times as much. At 600 volts d.c. the delivery 
of this power would require 27,000 amp. Low voltage 
d.c. is clearly out of the question. Even at 3,000 volts 
such amounts of current have been collected only as an 
experiment. On the contrary, collection of the smaller 
currents for the high-tension systems is not difficult. 
The advantage in less distribution copper and the 
ability to space substations farther apart is obvious, 
as the copper loss varies inversely as the square of the 
voltage. 

The decision of Henry Ford to use 22,000 volts on his 
road need occasion no concern. In case the demand 
for very heavy motive power continues this move is 
entirely logical. The main problem is insulation on the 
locomotive. Supposing that 11,000 volts is adapted as 
a standard, interchangeability need not be affected at 
all, as the same engines can be used on both systems 
by designing the transformer primaries for connection 
in series and in parallel, which can be effected almost 
instantly by a change-over switch under the control of 
the engineer. 

With standardization on a contact line of 11,000 or 
22,000 volts alternating current, there seems no reason 
why the last of the technical difficulties that for so long 
have stood in the way of a comprehensive electrification 
of the trunk lines of this country should not be brushed 
away. The roads can then proceed with confidence, and 
the problem can be worked out on economic grounds, 
so that the lines that should be equipped electrically, 
either to increase capacity or to give an operating 
economy, can be converted without delay. 


The Majority of Shoppers 
Travel on Trolley Cars 


RECENT check made at 13 leading stores in New 

York City during a busy shopping hour showed 
that out of 35,252 customers only 813 came by automo- 
bile or taxicab. The others came by street car or sub- 
way, by bus or on foot. 

In these days of the intensive use of the streets, 
the tendency will become more and more definite to 
apply the Darwinian theory of the survival of the 
fittest to determine what street users to favor, as there 
is not going to be room for every one. The first street 
users to go are those who want to use busy highways 
for storage purposes by parking their cars while they 
go shopping or are on some other business. Such 
users have the least excuse for street space, and anti- 
parking laws are being passed to take care of them. 

In some cities the next line of attack will be against 
the car lines in certain busy streets. Indeed, such an 
attack has been begun. Mayor Hylan has already said 
that Forty-second Street and 125th Street, among others 
in New York, should be cleared of car tracks, and there 
have been suggestions in Los Angeles and other cities 
that more automobile traffic could be moved through 
certain busy retail streets, if the car lines were 
removed. 

It is not surprising that such a plan appeals at first 
thought to the automobile owner. 


To him every otherbe obtained. 
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user of the street is an obstruction in his path, T% 
those who have a real interest in ascertaining the facts 
like the retail merchants, the situation is quite dif 
ferent, and it is not surprising that in both New York 
and Los Angeles, the storekeepers on the street: 
affected protested against any proposal to abolish cai 
lines. In New York the protest would have been muel 
louder if the suggestion had been taken seriously, bu 
as it emanated from Mayor Hylan it was looked upor 
only as a part of his plan to pester “the interests.’ 
In any contest in which a railway may be engagec 
over its right to serve the public, such evidence a; 
the above should make the discriminating local mer 
chants its strongest supporters. They are the first t 
feel the effect of any diminution in service of the loca 
transportation system, and should realize that the gy 
majority of their customers must reach their stores t 
trolley. 


What Causes Traffic Congestion 
and How to Relieve It 


ROBABLY: no phase of the work done during th 

past year by the Transportation & Traffic Associa 
tion is more important than that dealing with stree 
congestion. This cannot well be denied when vehicula 
congestion is causing a reduction in speed from @ 
average of 10 or 12 m.p.h. in the suburbs to some 
where between 1 and 4 m.p.h. in congested street 
during the rush hours, as was brought out during 
meeting at the recent convention. 

Three major causes of congestion mentioned there ar 
first, the concentration of large business populatio 
within a small area, a situation resulting from th 
development of the steel frame building; second, th 
increasing number of private vehicles on the streets 
and third, automobile parking. 

Suggested remedies fall into two groups. The fir: 
consists of methods to increase the area available fo 
traffic, i.e., street widening, etc., and the second ¢ 
ways to increase the usefulness of the existing traff 
area. The first group the committee finds unsatisfa 
tory because of the likelihood that the increased are 
will immediately attract increased traffic in sufficier 
amount to nullify any advantage. 

In the second group of proposed remedies the elim 
nation of auto parking, especially during the rus 
hours, is the most important. 'To accomplish anythin 
along this line it will be necessary to secure the & 
operation of the general public. How best to do 7 
is quite another thing. 

A committee studying this subject has recommende 
the appointment of a permanent committee. Good resull 
are likely to come by such a step. Here is a proble 
that affects vitally not only every railway, but evel 
street car rider, every automobile or truck driver, evel 
merchant, every property owner—in fact, every reside! 
of every city worthy of the name. The problem | 
all the more difficult because it is so widespread, 
person having more or less well defined opinion 
the subject. The thing to do is to keep at it, to # 
out as many plans as seem to have any merit and 
study the results carefully. Progress in the relief 
traffic congestion has been made in some cities, 4 
in ways that will apply to the rest of the country. 
collecting and disseminating information as to how 
is being done, undoubtedly a better understanding 
the problem will result, and real congestion relief 
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Everett Shops of Boston “L” Pave Way 


to Maintenance Economies 


First Article 


The New Shops of the Boston Elevated Railway Occupy a 224-Acre 
Site Adjacent to the Everett Terminal of the Elevated Line 


The New Layout, Which Provides for All Equipment Repairs Except for the 
Cambridge Subway, Was Decided On After Careful Survey of Requirements— 
Growth of the System Dictated Concentration of Facilities for Rolling Stock 
Maintenance—Comprehensive Provision for Mechanical and Electrical Services 


TRATEGICALLY located to reduce dead mileage 

to the minimum, designed to meet: the increasing 

demands of rolling stock maintenance on this 
transit system for years to come and finely equipped 
with woodworking and paint shop machinery and indi- 
vidually motorized tools, the Everett shops of the Boston 
Elevated Railway mark a distinct advance in traction 
repair facilities and point the way toward substantial 
economies in administration. Preliminary drawings 
of these shops were published in this paper March 19, 
1921, and in the issue of Feb. 10, 1923, a general 
description was given of the layout of the buildings 
and the proposed routing of the work. Thus far the 
company has built only the paint shop, lumber storage, 
dry kiln, boiler house and wood shop, with related 
yard facilities as mentioned in the latter article. The 
steel-working shops or general machine shops have not 
yet been begun, as appropriations for these have not 
been available. Consequently there has been no oppor- 
tunity as yet to secure tne full economies anticipated 
from the ultimate layout, but on the woodworking and 
painting sides of rolling stock maintenance material 
gains in convenience have already been attained. 


NEED FOR INCREASED FACILITIES RECOGNIZED EARLY 


For many years the company has needed proper shop 
facilities for taking care of rolling stock maintenance, 
though large investments have been made for new and 
improved cars, heavier tracks and for power generation 
and transmission equipment. Many of the shop facil- 
ities used up to the occupation of the new shops were 


relics of the horse car days. The principal shop was 
located at Bartlett and Washington Streets, Roxbury, 
in an old horse car barn, which after electrification 
was converted into a car repair shop by making such 
improvements as were possible without a general re- 
modeling. The greater part of the surface car repairs, 
except work on trucks and motors, was done there. 

This arrangement worked fairly well for a while, 
but as the number and the size of the electric cars 
increased, this shop became more and more inadequate 
and inefficient. While there was considerable land avail- 
able at the Bartlett Street site, there were no railroad 
facilities, so that expansion at this point was deemed 
inadvisable. Another shop which was in use for many 
years was a remodeled building on Albany Street, 1} 
miles away, and also without railroad facilities, which 
was purchased in 1889 as part of a site for the electric 
railway power station, and which was remodeled as a 
truck and blacksmith shop. The upper floors of this 
building were destroyed by fire in 1912, and an adjoin- 
ing building was leased to provide additional space 
for the machine shop. 

As the amount of rolling stock continued to grow it 
became necessary to handle at the individual carhouses 
much of the heavier maintenance as well as some paint- 
ing. Then, too, aconsiderable area of the Bartlett Street 
shops became unusable since the transferway, elevators 
and track clearances were too small to permit the move- 
ment of the larger cars. By cutting notches in the col- 
umns some of the cars could be handled, but without suffi- 
cient room between tracks for good work. There was no 
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space for lumber storage near the mill room, and fre- 
quently lumber had to be handled 200 ft. to be finished. 

Beginning with rapid transit service in 1901, it was 
necessary to provide shops for the elevated cars. The 
first shop was built at Sullivan Square, all the work 
being done there except for the inspection and cleaning 
done at first in a small shop at Guild Street, adjoining 
the Bartlett Street surface car.shop, and later in an 
inspection yard and shop at Forest Hills. With the 
construction of the Everett extension the inadequacy 
of repair facilities for the elevated was aggravated, 
since the construction of the main line tracks neces- 
sitated the removal of a portion of the shop. 

The Cambridge subway was constructed independ- 
ently of the remainder of the rapid transit system, and 
the cars are so large:that they cannot be operated over 
the remainder of the tracks. Accordingly a modern 
inspection and repair shop was built at Eliot Square, 
Cambridge, adequate to provide for this division and 
for the East Bos- 
ton tunnel cars. 
An inspection 
loop is also 
planned in con- 
nection with the 
electrification of 
the Shawmut 
branch of the 
New Haven Rail- 
road which will 
be operated un- 
der lease as a 
part of the Dor- 
chester tunnel 
extension. 

For a num- 
ber of years the 
company has 
been investigat- 
ing the selection 
of a proper site 
for repair shops. 
The primary needs were felt to be accessibility to both 
surface and rapid transit lines and proper steam rail- 
road and water transportation facilities. Such a site 
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was chosen on a 223-acre plot adjoining the Everett - 


terminal of the rapid transit and surface lines. This 
site borders on the Mystic River and-is within a 15- 
minute ride of the center of Boston. 

Owing to the unsatisfactory conditions at Bartlett 
Street, particularly lack of room for car painting, it 
was decided that the first unit at Everett should replace 
those facilities. This unit, work on which began a year 
and a half ago, consists of a woodworking shop, paint 
shop, lumber building and dry kiln, with transferway 
and track connections to elevated’ and surface lines. 
There also are freight sidings and a connection to the 
steam railroad. In the first unit are also included the 
permanent heating plant and necessary electrical equip- 
ment common to the entire project. This first unit 
was put into partial operation in December, 1923. 

The mechanical and electrical service supply of these 
shops centers in a combined steam boiler plant and 
substation located on the Broadway, Everett, side of 
the property. This plant is a brick and steel structure 
84 ft. x 79 ft. 6 in. and containing one story and a 
basement. The ground floor is divided into a boiler 
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Everett Shops 


1. Wood shop. its 11. Paint room. i 
2. Mill room. 2 gis 12. Glass room. e ' 
3. Carpenter shop, ae 13. Repair shop. ' . 
4. Lumber storage. "he 14. Truck shop. . 
5. Dry kiln. ? 15. Wheel aes axle shop. ; 

6. Equipment, piping and wiring. 16. Storehouse. , 
7. Steel car repairs, 17. Receiving. an ¥ 
8. Blacksmith shop. 18. Shipping ... 
9. Sand blast: : ‘ 19.’ Oil house. i 
10. Paint shop. 20. Boiler house. : 
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room and-an electrical operating room, the basement — 
being occupied by ash-handling facilities and by low- 
tension electrical control equipment. The electrical b: 

on the operating floor extends the entire length of the 
building and is 29 ft. wide. A spur track connects the 
company’s system with the north side of the boiler 
house for the convenient handling of fuel, ashes and 
equipment. 

The exposed location of these shops on an open plain 
in the lower valley of the Mystic River and the extent 
of the ultimate installation of shops led to the selection 
of water-tube boilers fired by mechanical stokers for 
the steam heating plant. The paint shop and wood 
mill are of concrete, brick and steel construction, with 
butterfly roofs. The paint shop is 362 ft. 4 in. long 
x 172 ft. 4 in. wide, the wood mill being of the same 
length and 157 ft. 4 in. wide. There is space in the 
boiler house for four boilers set in two batteries in a 
single row, but the present installation consists of two 
369-hp. cross-drum type Babcock & Wilcox units 
equipped with Taylor stokers and burning bituminous 
coal. B. & W. superheaters raise the steam 50 deg. F. 
above saturation temperature. The boilers are designed 
for 160 Ib. pressure, but about 125 Ib. will be used i 
the present. 

Two turbo-driven Sturtevant forced-draft fans are 
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f 
jmstalled on the operating floor of the boiler room to 
supply air to the furnaces. The boilers are equipped 
with concrete ash hoppers fitted with rolling gates. 
Ashes are discharged by gravity from the hoppers into 
an ash ear and trackage system in the basement which 
‘connects with an automatic skip hoist on the outer 
side of the building. By pressing a button this hoist 
elevates the ashes above the boiler houses and dis- 
charges them into a 10-ton overhead hopper from which 
gravity delivery is made into cars on the spur track. 
Coal crushed at the company’s main generating 
station is brought to the boiler house in company cars 
and is dumped into a track hopper under the ash chute, 
so that when desired the same car can be used to 
deliver coal and remove ashes. From the track hopper 
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Switchboard for Feeder Circuits, with Fuses Inclosed 
in Cabinets Beneath 


the coal is carried by a belt conveyor to an elevated 
tower which forms part ‘of a 200-ton storage bunker 
at one end of the boiler room, whence it is delivered 
to the stoker hoppers by a motor-driven lorry of the 
weighing type. The coal and ash handling machinery 
was installed by the Underwood Machinery Company, 
Boston. 

Two Lee-Courtney two-stage turbo-driven feed pumps 
constitute the major equipment of this type, but to 
obtain more economical operation at times of light load 
on the heating system a Union Iron Works reciprocating 
pump capable of supplying feed water to one boiler has 
been installed. ’ 

Electrical energy is being supplied temporarily to 
these shops by the Malden Electric Company, but the 
installation is designed so that in the near future it 
will come from the main generating plant of the Boston 


Elevated Railway. Energy will enter the substation at 
13,200 volts, 25 cycles. Two No. 0000 three-phase un- 
derground feeders will serve the initial installation, 
with space provided for a third. These cables enter 
the substation basement and pass through disconnecting 
switches, current transformers and General “Electric 
FH-103 500-amp. oil switches and further disconnects 
to a high-tension bus structure in this room. From 
the high-tension bus, cable connection is made through 
similar oil switches on the operating floor to starting 
compensators and switches controlling two General Elec- 
tric synchronous frequency converters located in the 
operating room and designed to transform the 25-cycle, 
13,200-volt energy into. 60-cycle, 550-volt, three-phase 
energy for local distribution. One converter is rated 


The Ventilating Fan in the Wood Mill Is Installed 
on a Gallery 


at 500 kw. and the other at 750 kw., space being pro- 
vided for a third unit of the larger rating. Two 34-kw. 
direct-connected exciters, with room for a third of the 
same size, are included. 

From the generators of the frequency converters 
connection is made to a 550-volt, 60-cycle, three-phase 
bus located in the basement, whence feeders are run 
to the various shops. The switchboard controlling the 
various equipment, including frequency converters and 
feeders, is-located in the operating room and is of the 
remote-control type. An “E-9” Exide storage battery 
of 55 cells supplies direct current for oil switch oper- 
ation and emergency lighting through an automatic 
switch installation. The battery is charged from a 
small motor-generator set in the substation. Space 
has been assigned in the operating room for a motor- 
driven air-compressor, but at present air is secured 
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The Piping Is Carried Over the Transferway on a Bridge 
in an Inclosure 


from the company’s pipe line system. An Underwriters’ 
fire pump of 1,000-gal.-per-minute capacity is installed, 
with space for a second unit. The substation is served 
by a 20-ton Whiting electric crane. 

In general the paint shop and wood mill are heated 
by hot blast fans which force the air across steam coils 
and discharge it through outlets into the room below 
at the rate of 1,000 cu.ft. per minute per fan unit. In 
each of these buildings eight fan and heater coil units 
are installed. Steam is carried to the paint shop by 
an underground 10-in. line, with a 4-in. continuation 
to the wood mill. The latter pipe is carried in an 
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Layout of Wood Mill and Paint Shop, the First Units of the 
. Everett Shop to Be Completed 
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_steamed before beginning the drying process. 


insulated inclosure across a bridge clearing the transfer-. 
way between the paint shop and the mill. Reducing | 
valves are installed on the supply side of each set of | 
heating coils. | 

The heaters operate on from 30 to 35 lb. steam | 
pressure. In certain inclosed spaces such as offices | 
and lavatories direct radiation supplements the fan | 
system. The heater units are mounted on the skylight | 
sections to leave the supply of natural light as free i) 
as possible. The air in this system can easily be recir- | 
culated and fresh air can be introduced freely from | 
outside the shops. The heaters are of the Sturtevant | 
inverted type, 8 ft. 3 in. high x 7 ft. wide, each unit | 
having four discharge outlets at the bottom of the | 
casing and located 18 ft. 6 in. above the floor. The | 
heaters are supported by steel members spanning the | 
space between roof trusses and also by hangers attached © 
to the roof girders. A steel platform around each 
heater makes inspection and repair work easier. The 
fans are all motor-driven. A 6-in. return line brings 
the drips from the heating system to the boiler house | 
for recirculation in the feed water system. | 

The lumber storage building, two stories high and — 
about 55 ft. x 52 ft., is served by a 34-in. steam line. - 
The second floor is divided into a series of warm rooms. 
arranged in tiers along two sides of the building with 
an open space between. In each one of six rooms two 
sets of heating coils are installed. Each set of coils 
consists of 168 linear feet of 14-in. pipe, affording 
72 sq.ft. of heating surface per set, and each set is 
served by a 1-in. live steam lead and has a #-in. return 
lead to the drip piping. 

The dry kiln is heated by the direct two-pipe steam 
vacuum system. The heating unit is sufficient to build 
up and maintain a temperature of 150 deg. F. in the 
kiln while changing the air five times per minute. The 
fan installation has been made in connection with 
supply ducts leading from the fan discharge down the 
center of two trucks of lumber which are run into the 
kiln loaded on tracks at right angles to the transfer- 
way. The return ducts are along the sides of the kiln, 
A humidifying system provides for the entry of live 
steam sprays between the heating unit and the fan 
intake. There are also two lines of pipe extending 
under each line of tracks so that the lumber may be 
Various 
instruments used in testing the moisture content of 
the lumber, temperature and humidity are installed, 
with an electrically controlled charging oven for use 
in studying moisture present in small samples of 
lumber. ; 

The standard pipe coloring schedule approved by 
the American Society of Mechanical Engineers is fol- 
lowed in these shops. 
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Atlanta Buys Steam from Incinerator 


HE Georgia Railway & Power Company has just 

_agreed to buy the excess steam of the garbage and 
refuse incineration plant in Augusta. It is expected 
that during the winter months the steam thus bought 
will be used in the commercial steam-heating system of 
the company and during the summer months it will be 
used in the commercial gas plant of the company. The 
contract is for ten years and provides that the city shall 
supply 80,000,000 lb. of steam a year, with a set 
minimum average per day and per hour at 170 lb. 
pressure. 
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Storeroom Improvements at Richmond 
| Save Time and Money 


Stock Has Been Completely Rearranged and New Cases Provided 
—Heavy Material Is Kept on Raised Platforms—Lift Trucks 
Save Much Time—Cost of Installing New System Was $5,400 


By John Y. Bayliss 


Director of Purchases and Supplies Virginia Railway & Power Company / 
Richmond, Va. 


FTER careful consideration of 
A methods of providing 
: and conserving materials and 
supplies for current use, the Virginia 
Railway & Power Company has 
adopted the so-called stock-book sys- 
tem, and has installed it in one of its 
large storerooms. The installation in- 
volved not only changes in making and 
keeping the record of stock, but also a 
complete rearrangement of the stock 
itself. 

The stock-book form is printed with 
columns for the usual descriptive in- 
formation about each article and has 
also space for recording the amount of 
each article in stock for each month of 
the year. Each sheet holds the record 
for four years. The system depends 
upon a complete inventory once a 
month, so that requisitions can be 
made with definite knowledge of the 
amount of each article on hand. To 
make possible such an inventory with 
reasonable expense, the stock must be 
visible on the shelves and- must be 
stored in such shape that to a large 
extent it can be counted without 
handling. Although annual inventory 
has always loomed as an ominous cloud on the store- 
keeper’s horizon, the monthly inventory can be made in 
a comparatively short space of time and without extra 
help. Paradoxically, what was a great bugaboo once a 
year, now that it comes once a month scarcely makes a 
ripple on the smooth surface of the affairs of the 
storeroom. 

The Richmond storeroom contains supplies for both 
railway and light-and-power service. For convenience 
in arranging the stock and keeping the records, the 
materials have been classified according to use and 
physical characteristics. There are 77 classes of ma- 
terial in this storeroom. The material is listed in the 
stock book and placed on the shelves and floors in 
comformity to this classification. 

The typical material case is made of dressed lumber 
and is 22 ft. long and 10 ft. high. It is 4 ft. 4 in. 
wide at the base and 2’ft. wide at the top. Ata 
height of 3 ft. from the floor there is a shelf 8 in. 
wide on which the men stand to reach the bins at the 
top. The case is divided equally by a galvanized wire 
partition of #-in. mesh and No. 14 gage running 
lengthwise and from top to bottom through the middle. 


Material Is Piled in These Cases so It Can Be Counted Without Handling. 
in the Two Cases Here Shown Can Be Counted in 40 Minutes. 


The Stock 
Gas Steam 


Radiators Are Used for Heating the Storeroom. 


From this the shelves open on both sides. Such a 
design admits plenty of light and makes it possible 
to see through the shelves from one side to the other. 
The case is painted white inside and out with two 
coats, the last coat being enamel for a hard, glossy 
finish. 

Each bin or pocket has a small galvanized metal card 
holder, on the front in which is inserted the number 
and description of the contents. The cases are sepa- 
rated by aisles 33 ft. wide. Experience has proved the 
aisles should be not less than 4 ft., or better still 44 
ft., in width if the space is available. As far as 
practicable, the materials are piled in multiple units 
to facilitate counting and handling. Small articles are 
put up in packages containing the amount usually 
issued on requisition. The articles are packed thus 
by the makers, if the material in that form can be 
purchased economically. If that cannot be done, pack- 
ages are put up by the storeroom clerks when they are 
not otherwise engaged. This method has advantages 
over the unit-piling system, because it not only facil- 
itates the inventory, but also aids the issuing of the 
material. 
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Appearance of the Richmond Sioreroom of the Virginia Railway & Power Company 


No. 1. Material cases for storing boxes 
of glass. 

No. 2. How gear wheels and galvanized 
pole-line hardware are stored at Richmond. 

No, 3. An average of 100 requisitions are 
filled over this disbursement counter daily 


After Rearrangement 


involving approximately 250 pieces of ma- 
terial. 

No. 4. Steel tubing and sheet steel are 
stored in these racks. 

No. 5. Receiving room where all freight, 
express and small shipments are received. 


ip 
" 


Oe bed 


owe 


The overhead hoist is a spur-geared block 
with chain fall, supported from the roof 
timbers. 

No. 6. Machine of 2,000-lb. capacity used 
for stacking heavy packages. Note the 
aisle marked by white lines. 
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Pomercte Platform for Storing Heavy Reels of Cable and Large Transformers. Two-Ton Reels and Large Transformers Can Be Easily 
F d mee a and Quickly Loaded and Unloaded from This Platform 


A section of the storeroom has been set aside for 
receiving and checking material delivered. It is in- 
closed by a partition, the lower part of which is of 
wood and the upper part of wire-mesh screen. It can 
be locked off from the remainder of the storeroom. 
Here deliveries are received and inspected before the 
material is placed in stock. Such a section adds to the 
orderly operation of stock receiving and prevents pre- 
mature issues of materials that have not been accepted 
and accounted for. A locker section also is provided 
for articles in suspense, such as goods rejected, incor- 
rectly shipped, or not identified by proper shipping 
papers. 

Another section has been built for issuing materials 
on requisition. It consists of a wooden counter sur- 
mounted by a wire-mesh partition. The man with a 
requisition presents it at this counter and the clerk 
brings him the material required. There is a gate 
with a latch which can be opened td pass out bulky 
articles not easily issued over the counter. The ten- 
dency for men from other departments to enter or 
pass through the storeroom, either on business or other- 
wise, is thus prevented. 

Special cases have been built for storing pole-line 
hardware, gear wheels, glass, sheet metal, tubing, etc. 
Such articles, being bulky or inconvenient for shelf 
storage, heretofore were piled on the floor, resulting in 
wasteful use of floor space and improper protection of 
the property. . Putting the material in cases saves 
storage space, makes it more accessible, and presents 
withal such an improvement in the appearance that 
even the men who handle the stock have more respect 
for its importance and value. 

Transil oil is stored separately in an isolated metal 
house with concrete fioor. The drums are thus pro- 
tected from moisture, and small transformers can be 
filled under cover. Lead-covered cable and heavy trans- 
formers are placed on a concrete platform level with 
the body of the delivery truck. This convenience has 
greatly reduced the time, labor and cost of receiving 
and issuing these heavy stores. Fiber duct for under- 
ground conduit, although expensive material, has 
usually been piled on the ground, resulting in damage 
and inconvenience. It is now stocked neatly in racks 
made of cedar posts 12 ft. high, with the tops tied 
together by wire. 

Reels of weatherproof cable and other heavy supplies 


for inside storage are unloaded on small, portable plat- 
forms and moved to position in the storeroom by lift 
trucks. When the lift truck is removed, the platform 
rests on the floor with the load on it, where it remains 
until issued for service. The lift trucks have a ca- 
pacity of 3,500 lb. and cost $150 each. By their use 
a carload of heavy reels, each weighing 14 tons, can 
now be received and stored without extra help in less 
than an hour. Formerly, it took half the day for a 
gang of men to do the same work. Moreover, the stock 
is in such position that one man with a lift truck can 
wheel it to the door of the storeroom, where it is 
quickly lifted to the delivery truck by an overhead 
hoist. A reel or transformer can thus be issued almost 
as quickly as a hand package. ; 


IMPROVEMENTS IN HANDLING METHODS 


Heavy cases of electric equipment, kegs of track 
material, barrels of insulators, and similar packages 
which can be stacked, are piled one upon another by a 
stacking machine or portable elevator, which costs $334. 
By this means floor space is saved and the property 
is better protected against damage. The floor for such 
heavy stores is divided into sections, and aisles 4 ft. 
wide lined off by white paint give access to the stock. 

The time and expense required for installing the 


Lift Trucks Having a Capacity of 3,500 Lb. Each Are Used to 


Handle Heavy Material. When in Position the Truck Is 
Lowered and the Platform Left in Place with the Load on It 
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Fiber Conduit Is Stacked in Open-Air Racks. These Are 
Made of 12-Ft. Cedar Posts Having the Tops 
Tied Together with Guy Wire 


system were moderate. In the Richmond storeroom a 
period of 17 months has been taken to lay out the 
work, tear out the old shelves and material cases, make 
and set up the new cases, rearrange all the stock, and 
write up the stock books. With this ample time allowed 
the change was made gradually. A few cases were 
built, or a small section was remodeled, at a time, 
thus avoiding disturbance of the regular routine in 
the storeroom. After each new case was installed, 
the material was placed in order on the shelves, follow- 
ing as closely as possible the adopted classification. 
When the cases had been in use long enough to insure 
satisfactory arrangement of the stock, the items were 
written up in the stock book in the order found on 
the shelves, and the work of installing the new system 
was done. 


CHANGE MADE AT SMALL Cost 


In this storeroom about 5,000 different articles of 
stock are carried, of which 4,800 are stored in the 
building and 200 outside in the open air. The total 
value of the stock is about $260,000. The cost of in- 


Locker Used for Storing Materials in Suspense, Such as Articles 
Kejected on Delivery or for Which the Proper 
Identification Has Been Delayed 


Main Storeroom Showing “Daylight” 


Cases for Material. The Unit 


System of Piling Is Used to a Limited Extent. 
Cases Are Painted White 


stalling the stock-book system, including new hoisting 
and trucking equipment, new material cases, and the 
salary of an additional clerk for part of the time, is 
$5,400, distributed as follows: 


Taking out old material cases and setting up new cases complete,....... $3,952 
Stock books and forms ae ‘ 152 
Portable elevator, lift trucks, ete.............. . 876 
Additional clerk for six months at $70 per month.,........ a aie eee 420 

$5,400 


This system has not been in service long enough to 
draw final conclusions as to the economy and other 
advantages realized. It is probable the benefits will 
not be reflected fully in the operating figures when 
available. It is nevertheless confidently expected that 
the new system will enable the stores department to 
supply the needs of the company more effectively, with 
a smaller investment in general supplies and with no 
greater expense in operating the storerooms. Some 
indirect benefits already appear evident. There is a 
better arrangement of the stock in the storeroom with 
smaller floor space occupied. Quicker service is given 
in receiving and issuing supplies, with better provision 
for protecting the stock from damage. The discovery 
and disposition of obsolete and surplus stock are made — 
more frequently and effectively than heretofore. The 
good effect on the minds of the personnel, because of 
more perfect order and a better system of storing and) 
handling materials, is apparent. 


} 
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Overhead Test Material Painted Red i 


HE Department of Street Railways, Detroit, is © 

following the practice of painting red all overhead 
material on test. This color attracts the attention of 
the line crew, which may remove this particular article 
so that it will be brought into the office for examina- 
tion and reinstallation. Another advantage noted 
is that, as all test material is checked periodically 
until worn out or a condition is reached which makes 
replacement desirable, the red color makes identification 
easy and positive. A brief reference to this practice 
was published on page 88 of the issue of this paper 
for July 19, 1924. 


vember 22, 1924 


,U. R. to Operate Co-ordinated 
Rail-Bus System 


; Lines Now Paralleling Interurban System Will Be 
‘o-ordinated with Rail Service to Give Alternate 
_ Bus and Electric Car Service on 
Frequent Headway 


LANS of the Detroit United Railway to co-ordinate 
with its railway service the bus lines which operate 
the highways paralleling practically all of its routes 
. rapidly nearing completion. The consummation of 
Se plans will mark the end of the destructive com- 
ition which followed the completion of paved state 
thways, and which became very serious during the 
st half of the current year. Acquirement of the bus 
es by the railway will permit bus and rail schedules 
be staggered so as to give maximum frequency of 
‘vice without the useless and wasteful duplication 
1t has existed up to this time. 

Along with these plans relative to service outside of 


troit, a novel and interesting terminal project within . 


2 city is expected to be in operation within a short 
riod. In this case buses will be used to haul inter- 
ban passengers between terminal stations at the out- 
irts of the city and the present downtown interurban 
‘minal. An earlier brief outline of this terminal plan 
s given in this paper, issue of Nov. 15. 

Bus competition with the lines of the D. U. R. started 

1919, shortly after the completion of the paved road, 
tween Mount Clemens and Detroit. Another bus line 
is put into operation, paralleling the division from 
mtiac to Detroit. Although this competition began 

be felt almost immediately it was not serious, due to 

e higher bus fares and also to the character of equip- 
ent operated by the bus men. As bus operation was 
tended so that these vehicles paralleled other divisions 

the railway, passenger revenue continued to fall off. 
ywever, this loss was partially offset by increased earn- 
gs from intensive development of freight business. 

The continued pressure resulted in various operating 
onomies on the railway. Chief among the measures 
lopted was the increased use of one-man operation 
1 local lines and within some of the communities 
rved. Some of the existing equipment was remodeled 
r one-man operation and additional new cars of this 
pe were purchased. When the changes, which are stili 
nder way, are all completed, there will be between 150 
id 175 cars of this type in use on the property. It 

estimated that this program alone will make a saving 

" approximately $500,000 per year. 

In the spring of the current year, ‘the situation aris- 
ig from the bus competition became acute. Improved 
us equipment and more frequent service made more 
rious inroads on the railway receipts. As this more 
requent bus service was met by increased service on 
1e rail lines, a fare war ensued, which rapidly brought 
atters to a climax. In some cases, bus fares were 
at as low as 1 cent per passenger-mile, and these cuts 
rere met by the railway. Such low fares induced some 
dditional riding, but the increase was far from enough 
> compensate. 

Improved bus equipment and more frequent service 
rere also put in on some of the long-distance routes 
aralleling the railway lines between Detroit and Port 
furon, Flint, Toledo, and Ann Arbor. A further loss 
n railway revenue resulted, and during the first 5 
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months of the current year the railway receipts were 
no more than sufficient to pay actual operating expenses 
and fixed charges only. 

Practically all of the competing bus routes had been 
granted certificates of convenience and necessity which 
amounted to franchises. Although the Michigan 
Supreme Court has ruled that the commission must 
ignore the service of existing steam and electric railway 
lines in determining the public convenience and neces- 
sity in connection with the granting of bus permits, 
the existing bus route is taken into consideration in 
passing on an application for a second bus line on the 
same route. Consequently, purchase of the bus lines 
seemed to be the only course left open to the D. U. R. 
to offer some assurance of eliminating destructive 
competition and give a co-ordinated service. 

A subsidiary company, known as the People’s Motor 
Coach Company, has been chartered to operate the 
railway buses. New financing to the extent of $2,000,- 
000 has been approved by the commission, and this 
money will be used to cover additions to railway equip- 


“ment, purchase of existing bus lines and extension of 


routes to give through bus service between the impor- 
tant cities of the state. 

Where bus routes parallel the railway lines, a stag- 
gered headway will be arranged so that alternate bus 
and car service will be given. On the lines between 
Mount. Clemens, Pontiac and Detroit, both cars and 
buses will be operated at intervals of 30 minutes, so 
that there will be 15-minute headway between alternate 
cars and buses. Thus a very convenient service will be 
given, but present needless duplication of service will 
be eliminated. The economies expected from the elimi- 
nation of wasteful duplication are estimated to amount 
to $500,000 per year. Thus the combined result of one- 
man operation and the co-ordination of cars and buses 
is expected to make operating savings of approximately 
$1,000,000 per year. 

Although bus and rail fares on some of the shorter 
lines were on the same basis and were very unprofitable, 


‘those charged by the buses on some of the longer lines 


were higher than rail fares. On the line between Flint 
and Detroit the railway fare is $1.58. Parlor cars are 
operated on this line and also on some of the other im- 
portant divisions of the railway, and an additional 
charge of 50 cents is made. This parlor car service has 
proved to be both popular and profitable. The bus fare 
for a trip between Flint and Detroit has been $2. 
The company considers these fares to be on an equitable 
basis, but the fares on some of the shorter routes where 
competition forced the rates down to a basis 1 cent 
per passenger mile are not sufficient to meet the costs 
of operation even after the service is co-ordinated. On 
these routes application has been made to the commis- 
sion for increased rates. 

The terminal situation at Detroit has for some time 
been the source of considerable loss to the D. U. R. 
Within the city the interurban cars operate over the 
tracks of the city-owned street car system, and the speed 
is necessarily slow, with frequent stops that are annoy- 
ing to through passengers. 

During the year 1923, 9,250,000 passengers were 
carried into the city on the D. U. R. cars. This is con- 
siderably less than the total number of passengers that 
are brought in to the city limits, as many people leave 
the cars at the outskirts of town and ride the jitneys 
to the business district because of the saving in time 
that can be made. Others take the city street cars at the 
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city limits, so as to be able to transfer to other points 
than the business district for the same fare, and with 
no loss of time over the interurban cars. 

The D. U. R. collects a 6-cent fare for the ride from 
the city limits to. the downtown terminal. Operating 
expenses on the cars average about 27 cents per car- 
mile, and the fare collected just about meets this cost. 
During the year 1923 this operation within the city 
amounted to about 2,000,000 car-miles. The charge 
made by the city for the use of its tracks amounted to 
$500,000, and as this was in addition to other operating 
costs, it represented a net loss on the operation of the 
interurban cars in the city area. 

To avoid this loss, buses will be used to haul pas- 
sengers from the outskirts to the center of the city. 
Four terminals are under construction, one on each of 
the main divisions of the D. U. R. lines. At these ter- 
minals, passengers will be transferred to the buses. In 
this way, a saving in time for the trip of between 20 and 


30 minutes will be made, and it is expected that many : 


people who now use the jitneys to make this saving will 
transfer to the buses. The revenue from the bus opera- 
tion is expected to pay the entire cost, and thus a material 
saving will be made in comparison with the operation 
of interurban cars to the center of the city. The buses 
will operate express between the terminals and the 
business district and will do no local business. 

The installation of the terminal bus service .will be 
made gradually. For the present, parlor car trains will 
continue to operate into the center of the city over the 
street car tracks, so that passengers will have the 
option of transferring to the buses or continuing on the 
cars to the downtown terminal. 

Hearings before the commission on some of the 
phases of the new plan are set for the latter part of 
November, and it is expected that if the commission 
approves, the co-ordinated operation will be started 
during the morith of December. 


Accident Costs Reduced 1.56 


per Cent of Gross Karnings* 


The Plan Adopted by the Memphis Street Railway a 
Year Ago Has Already Resulted in a Saving 
of Approximately $50,000, of Which the 
Trainmen Have Received Half 


HE management of the Memphis Street Railway 

after trying various accident reduction plans, such 
as individual bonuses, prizes, etc., became convinced 
that the best plan would be one by which the savings 
in the cost of accidents would be divided between the 
company and its employees. Plans based on individual 
performance were thought to have a tendency to dis- 
courage the making of full reports of all accidents. 
On the other hand, a plan based entirely on the actual 
reduction in accident cost was thought to be free from 
this objection. 

To make such a plan successful it was necessary to 
devise a method of determining accident costs within 
a short time after the occurrence of the accident. 
Previous experience indicated that damage claims were 
ordinarily settled or a lawsuit was brought within 60 
days. Moreover, statistics running back over a period 


*This article is based on material included in the brief sub- 
mitted to the Charles A. Coffin Prize Committee of the American 
Electric Railway Association by the company named. 


ELECTRIC RAILWAY JOURNAL 


of years showed that the ultimate. cost of all litigatio 
was 6 per cent of the amount sued for. 4 
With this experience in mind a new plan was : 
into effect on June 1, 1923. The actual amot 
expended each month in the settlement of claims, Pp 
6 per cent of the amount sued for’ during that mon 
was considered to be the accident cost for the moi 
For two years prior to June 1, 1923, accident «& 
had averaged 44 per cent of the gross earnings 
the railway.. The difference between this figure and | 
accident cost, figured as described above, would 
the savings under the new plan and would be divi 
on a 50-50 basis between the company and the mer 
It was decided to make the award periodically ey 
three months, the men’s share to be prorated on 
basis of hours worked, no man participating who y 
not in the service of the company on the last day 
the three months’ period. If at the expiration of a 
period the cost exceeded the 44 per cent of gross, tl 
excess was to be absorbed during the next period befe 
any dividend was paid. Under this arrangement 
bonus was paid unless there was an actual saving to th 
company.’ : 
The results obtained during the past year have b 
as follows: ae 


Period 
Three Months 
Ending Total Saving Trainmen’s Share 
Sept. 1, 1923 $12,244 $6,122 
or 1.75 cents per man-hou 
Dec. 1, 1923 8,762 4,381 
or 1.27 cents per man-hou 
March 1, 1924 10,128 4 ia 
or 1.45 cents per man-hou 
June 1, 1924 15,240 


or 2.10 cents per man-hi 


During the year ending June 1, 1924, the total num 
ber of accidents was 2,716 or a reduction of 74 per ¢ 
from the number the preceding year, which was 2, 
The total cost of these accidents was 4.03 per 
of gross earnings, as against 5.59 per cent the y 
before. This reduction in the number of accidents 
obtained in spite of the fact that the number of aut 
mobiles on the streets of Memphis increased to 
per cent. a 

It has been found that this plan not only lesse 
the number of men requiring disciplinary action, bt 
also makes the administration of discipline much easie 
and more satisfactory. On the first Tuesday of eae 
month a meeting of the officials of the transportati 
department, the carmen’s union and the claims depart 
ment is held. All matters pertaining to safety ¢ 
operation are then discussed. On the second Tuesdé 
two meetings are held, one for the day trainmen al 
one for the night trainmen. At this time a discussie 
is held of the operation during the preceding mont! 
good work of certain individuals is commended, an 
failures pointed out in a manner calculated to improv 
the operation. About three-quarters of the total nun 
ber of employees attend these meetings. | 

The chief advantages of this plan have been four 
to be that it encourages the full reporting of all ace 
dents or happenings, no matter how trivial. It als 
encourages politeness and courtesy on the part of ti 
employees and stimulates their efforts to increase 4 
gross revenue of the railway. Moreover, it promote 
friendly feeling between the trainmen and the cor 
pany and makes the administration of discipline easi¢ 
as the majority of the men do not wish to have careles 
indifferent or incompetent men retained in the service. 


. 
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Bus Making Connection with Car Under the Co-ordinated Service Plan of the West Chester Street Railway 


[ransportation Service Co-ordinated in 
Southeastern Pennsylvania 


The Acquisition of 11 Bus Lines and 8 Miles of Rail Route Has Enabled the West Chester 
Street Railway Greatly to Extend Its Operations and Population Contact — The Company 
Has Been Relieved of Paving Obligations—Railway Is the Backbone of the Bus Development 


URING the past 18 months the West Chester 
Street Railway, West Chester, Pa., has added to 
its system 8 miles of electric railway lines 
merly belonging to other companies, 
uired nearly 200 miles of non-competitive interurban 
The unified system serves approxi- 
ely 1,000 square miles of populous and fast- 
wing territory in southeastern Pennsylvania and 


or bus routes. 


thern Delaware. A map 
the system appears on 
ther page. 

3y the acquisition of 
se bus and rail lines the 
ypany has added _ sub- 
ntially to its earning 
wer at comparatively 
ill expense, by bringing 
xe sections of populous 
ritory, heretofore iso- 
od, into direct . contact 
h its railway system. 
hough the unified system 
shown on the map has 
n established only a few 


nths, the company is ob-.. 


ling regular traffic on its 
way lines from territory 
ich in the past, without 
; connections, yielded 
y occasional revenue. 
lging from these satis- 
tory results, it is thought 


and has 


- Some of the Picturesque Territory Through Which the West ~ 
Chester Street Railway Operates Its Interurban: Service 


that with proper co-ordination of service and the use of 
comfortable and attractive equipment and adequate ad- 
vertising to inform the public of facilities afforded, the 
volume of traffic carried on both railway and bus sys- 
tems will be further increased. 

In addition to the income from scheduled bus service, 
considerable revenue is derived from the sale of gas and 
oil, private automobile storage and from the hire of 


buses by private parties for 
sightseeing trips and other 
purposes. The company 
considers the latter class of 
business susceptible of large 
and profitable development 
on account of the flexibility 
of the bus and the character 
of territory, which is rich 
in points of historical and 
educational interest and 
gridironed with concrete 
and hard-surfaced roads. 
The West Chester Street 
Railway was incorporated 
in 1890. It owns and oper- 
ates two interurban lines 
aggregating about 37 miles 
of single track. One ex- 
tends north and west from 
the Borough of West 
Chester, the county seat of 
Chester County, to Down- 
ingtown and Coatesville, a 
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distance of 15 miles. The other extends south and west 
from West Chester to Kennett Square, Avondale and 
West Grove, a distance of more than 21 miles. Connec- 
tion is made at West Chester with the Philadelphia & 
West Chester Traction Company, giving direct and fre- 
quent service to Philadelphia. 
The northern division of the railway serves an 1m- 
portant industrial section of Chester County, centering 
in Coatesville and Downingtown. Between these points 
the route is along the Lincoln Highway and parallels 
the main line of the Pennsylvania Railroad. Because 
of the present housing shortage and the character of 
territory, this district seems destined to have consid- 
erable residential development. The southern division, 
operated from West Chester through the Brandywine 
Battlefield district and Lenape Park, a popular summer 
_ resort, to Kennett Square and West Grove, serves not 
only the local interborough traffic in southern Chester 
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portation work in southeastern Pennsylvania, acqui 
control of the West Chester Street Railway. The n 
management promptly took steps to secure the profit-| 
able section of the railway formerly in operation from 
Kennett to West Grove, and by this means to obta 
not only the local traffic between these points, but a 
the additional through six-fare business to the cou 
seat from points in the southern part of the county.) 
The property was taken over in October, 1928, di 
reconstruction work was immediately undertaken. | 
Traffic on the West Chester-Kennett division was 
duced primarily by the terminal populations at 
Chester and Kennett Square, and secondarily, by 
connecting railway lines to West Grove and Brandy: 
Springs. This feeder service for years had been h 
capped by irregular operation, due to derai 
and other causes. Unsatisfactory as this conne 
service had always been, it was utilized as a matte 
necessity and brought conside: 
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“county seat traffic’ to the Ken 
division of the West Chester St 
Railway. 4 
The line from Kennett to We 
Grove has now been reconstruc 
- through service having been ina 
rated*in July, 1924, The anno} 
necessity of transfer at Kennett has 
been eliminated and a great improve- 
ment in the regularity of service ai 
the character of the equipment 
been effected. The company 
equipped nearly all of its cars 
luxuriously upholstered seats built 
order by the Hale & Kilburn Cor 
pany. Seating accommodations i 
clude swivel armchairs, which ha 
proved a popular innovation. T 
marked increase in pleasure ridil 
which has occurred is attributed | 
the management to the pleasant ri 
ing qualities of the new seats. An 
interior view of the improved car 
shown in an accompanying illustra- 
tion. Present indications are th 
the increased passenger revenue ¢ 
the extended Kennett division will | 
approximately three times the in 
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Railway and Bus Routes, Locally Known as the ‘Chester Valley Lines,” 


Serve an Area of 1,000 Square Miles 


County centering in Kennett Square, but also the 
through traffic to the county seat and to Philadelphia. 

Prior to 1923 the railway’s southern division ter- 
minated at Kennett Square. In that period the Kennett 
& Wilmington Electric Railway, an independent com- 
pany, operated two divisions, one’ extending west from 
Kennett Square, a distance of 74 miles through a well- 
developed section to the neighboring towns of Tough- 
kenamon, Avondale and West Grove, while the second 
extended south a distance of 14 miles through rural 
territory to Brandywine Springs on the outskirts of 
Wilmington. Losses on this rural division more than 
offset the gains on the interborough line between 
Kennett and West Grove, with the result that. service 
was abandoned in the spring of 1923. 


About this time Kelly, Cooke & Company, engineers, 


Philadelphia, for many years associated with trans- 


crease in operating expenses 
fixed charges. | 
Another important phase of 
“ situation is that under ordinanc 
enacted by the city of Coatesville and the Boroughs 
Downingtown, West Chester and Kennett Square ¥ 
company has been permanently relieved of former pi 
ing obligations in these communities. Typical sec’ io 
of paved track, which has practically all been rebui 
with heavier rail sections in concrete or permanent ba 
are shown in accompanying pictures. Except in th 
towns the tracks are nearly all on private right 
way and are unpaved. 4 
Recently the company has also acquired abou 
mile of paved track extending from the terminus 
its line in Coatesville, south on First Avenue to 
plant of the Bethlehem Steel Company. This extens 
will permit the operation of a more frequent ser 
along the main street in Coatesville, and will ena 
the company to gain considerable local revenues here 
fore lost on account of the 30-minute headway of | 


_ 


- 
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urban service and of its inability to handle hth 
ustrial traffic to its final destination. 

‘he First Avenue track was formerly the Logos 
the Coatesville Trolley Company, organized to con- 
ict an electric railway from Modena (about 3 miles 
th of Coatesville) north through Coatesville to 
1ey Brook. About $80,000 was spent in constructing 
First Avenue track before funds were exhausted 
the project abandoned. The track, which has never 
n in operation, is constructed of 90-lb. girder rail 
in concrete, with a diamond turn-out centrally 
ited, and was obtained by the West Chester Street 
Iway on most favorable terms. 


WHEN AND How Bus LINES WERE ACQUIRED 


mn account of the location of the railway system 
relation to the communities which it serves, and 
connecting highways leading to near-by population 
ters, the inauguration of a supplemental bus service 
; seen to be necessary to increase and _ stabilize 
way revenues through an enlarged and diversified 
ulation contact. While the management considered 
t the construction of new electric railway lines con- 
ting certain sections of the territory would in the 
be more profitable than buses, it was found that 
3; would have required extensive construction along 
ts of the primary concrete highways for which 
nchises would be difficult, if not impossible, to 
ain. For this reason decision was made to utilize 
bus as the most immediately available substitute. 
\s an initial step in the execution of its plan for a 
yrdinated railway and bus service the West Chester 
eet Railway in June, 1923, bought control of the 
yples Transportation Corporation. This was a small 
pany organized in 1920 to operate buses on the 
timore -highway between Media, the county seat 
Delaware County, and Kennett Square, and also 
ween Concordville and the city of Chester. In pur- 
sing the Peoples Corporation, the railway accom- 
shed several objectives at one stroke. A going 
ipany was thus acquired through which to operate 
railway’s buses, and control obtained of routes 
ering the populous Chester district from the north- 
3t via the Concordville concrete highway. The 
lway was also placed in a good position for acquiring 
; routes into Wilmington. 
n October, 1923, the routes from Kennett south to 
Delaware and Maryland lines, together with others 
the city of Wilmington, were granted to the Peoples 
unsportation Corporation, thereby placing under one 


Parlor Cars Equipped with Revolving Armchairs 
Are Inducing Pleasure Travel 


management all bus transportation between the bor- | 
oughs of southern Chester County and Chester and 
Wilmington. 

In northern Chester County the same company also 
acquired by purchase a route extending from Down- 
ingtown east on the Lincoln Highway to Exton, thetce 
northeasterly through several small villages to Phcenix- 
ville, an important industrial center. Pending the 
acquisition of other routes in this territory, this 
resulted in a franchise covering the entrance to Down- 
ingtown (a railway terminal point) and also to the 
principal borough .in the northeastern section of the 
county. 


ACQUISITION OF OTHER FRANCHISES HAS EXTENDED 
POPULATION CONTACT 


Franchises have also been obtained covering the Lin- 
con Highway from Downingtown through Frazer, 
Malvern, Paoli and Devon to Strafford, connecting there 
with the Philadelphia & Western Railway, operating a 
20-minute high-speed electric service to Philadelphia. 
The route from Strafford to Valley Forge National 
Park and Pheenixville has also been secured to develop 
pleasure travel to that historic point. This route, 
passing through a region of great natural beauty, 
offers a very attractive and convenient means of reach- 
ing Valley Forge from Philadelphia. 

Other franchises granted to the company are those 
between Norristown and Pheenixville and between 


Coatesville, Terminal Point of the. Railway System 


A Section of the Railway in Downingtown 
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Pheenixville and the near-by boroughs of Spring City 
and Royersford, which gives to this important district 
the advantages of a permanent and unified bus trans- 
portation system. Following the acquisition of these 
franchises the corporation obtained the right to extend 
its Phoenixville line and also its Chester line into West 
Chester (the railway terminal), thus completing the 
unified system. The effect of this has been to bring 
large sections of population, heretofore isolated, into 
contact with the railway, thus aiding materially the 
development: of long-distance riding on the railway. 
It has taken about 18 months to establish the various 
bus lines and the railway extensions. 

As of November, 1924, the Peoples Transportation 
Corporation owned and operated 21 motor buses of 
seating capacity ranging from 12 to 30 passengers. It 
is planned by the West Chester Street Railway still fur- 
ther to improve its equipment and extend its facilities to 
permit of more economical centralization of mainte- 
nance work. 


EXTENSIVE USE OF ADVERTISING 


While each route has been placed in operation as 
acquired, it has only been within the past 2 months 
that the company has been in a position to advertise 
the service as a whole, due to the necessity of first 
modifying the original schedules of each route and co- 
ordinating them with the requirements of a unified 
system of operation. The management estimates that 
it will take about a year of “cut and try” to fit these 
to. the public need and fully to develop the traffic 
potentially tributary to the lines. 

One form of advertising which has produced results 
is shown in an accompanying illustration. As an- 
other means of: informing the public of its serv- 
ice facilities, the company publishes a _ standard 
form of time-table for each railway and bus line with 
a map of the system, and giving telephone numbers 
throughout the territory through which further infor- 
mation can be obtained. These booklets are placed in 
multiple pocket schedule boxes located at advertised 
points and in all railway cars and buses. Large num- 
bers of schedules are also being constantly sent through 
the mails upon request, it being considered that every 
inquiry or schedule taken represents a probable patron. 
The company has also issued an attractive illustrated 


folder describing many points of historic and educa-. 


tional interest in the territory served by its lines, 
which is particularly rich in its Colonial history. 


PUBLIC RELATIONS | 


One of the interesting results of the company’s con- 
structive program has been the complete reversal 
effected in public sentiment. Whereas formerly this 
had been decidedly antagonistic, there now appears to 
| be a friendly feeling and a good word on every hand 
for what the company is accomplishing in the way of 
property and service betterments. An editorial in the 
Coatesville Record, entitled “Pleasing the Public,” 
shows how the public responds to genuine efforts to 
make traveling more pleasant and comfortable. This 
editorial said in part: 

Credit must be given officials of the West Chester Street 
Railway for the manner in which it is serving the public. 

The present management of the trolley company appar- 


ently realizes that it prospers most when it gives the best 
possible service, and there is plenty of evidence that it is 


spending both energy and money in its plan to render such - 


service. Improvement: in*tracks:‘and roadbed, remodeling 
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and renovating of trolley cars, additions to service throug! 
more cars and better schedules—these have gone a long way 
toward bringing to the company a hearty public suppor 
which it must be admitted was entirely lacking only a fey 
years ago. This condition is shown also on the motor bu 
lines operated by the same company. 


LARGE TRIBUTARY POPULATION 


The total population of the territory in contact wit! 
the bus system is 336,423, and with the co-ordinate 
railway and bus system 359,517. Of this 93,194 is ii 
Chester County; 68,352 in Delaware County; 170,83: 
in Montgomery County, and 127,137 in New Castl 
County, Del. This population is only that of the terri 
tory in direct contact with the railway and bus line 
and does not include any part of the large population 


—and their followers 
welcome this private motor coach service 

THE co condition mn which a team reaches the | 

field of ‘“‘battle’” has much to do with the 

outcome ar the game—victory or defeat Get 

back of the home team and help them win the 

game. That's the least anyone can do, 

For any party of 12 or more 
WHA TE VER—WHENEVER— WHEREVER 
the traveling occasion, Charter a Chester Valley Motor Coach for safe, comfort: 
Write 14 S. High Street, West Chester, Pa., or "phone 173 


able and economical transportation 
and Operated by 
‘THE WEST CHESTER per RAILWAY COMPANY ano irs Bact 
THE PEOPLE'S TRANSPORTATION CORPORATIO! 


Advertising the Special Trip Service 


between that territory and the western boundary 0 
the city of Philadelphia. The latter district is directh, 
connected by seven high-speed electric lines with Phila 
delphia, containing more than 2,000,000 people. All thes 
lines enter the Union Terminal Station at Sixty-nintl 
Street, which is also the terminus of the Marke 
Street subway and elevated lines of the Philadelphi 
Rapid Transit Company. There are about 190,00 
people living in the intermediate territory west 0: 
Philadelphia, which is the most rapidly growing dis 
trict adjacent to the city. A large part of this popula 
tion lies immediately to the east of the bus terminal 
and is tributary in varying degrees to the bus lines by 
reason of connecting railways which traverse this terri 
tory en route to Philadelphia. The population per mil 
of route for the bus system is 1,780, and for the railway 
alone, 1,320, which indicates the extent of a 
future development of the traffic. 

Demands for service to accommodate parties ‘fo 
special trips for distances varying between 10 and 2( 
miles are frequent and increasing. It has been i 
possible heretofore, owing to lack of equipment, 
furnish this service except in occasional instances, 
plans are going forward actively to provide for 1 
With the intercommunity activities in this territo 
and its richness in points of historical and educatio 
interest, it is believed that revenues from this el 
of service are subject to considerable development. 
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lowa Association Discusses Maintenance 


Track Construction, Automatic Substations, Bus Operation, Equipment 
- Maintenance, Electric Welding and Lubrication Furnish Subjects 
for Fall Program and Lively Discussion 


PPROXIMATELY 100 members of 

the Iowa Electric Railway Associa- 
tion assembled at Des Moines on Nov. 
13 and 14 for a busy two-day session 
devoted to a discussion of many oper- 
ating and maintenance problems. Com- 
parison of practice and exchange of 
experiences helped to make the meeting 
particularly valuable to the operating 
men present from the standpoint of 
furnishing fresh inspiration and many 
practical ideas for modernizing. 

In addition to strictly railway sub- 
jects, the bus also was taken up in one 
paper, and the discussion showed 
plainly that many of the railway men 
present are actively interested in this 
vehicle for the transportation of pas- 
sengers, and are rapidly accepting the 
idea that the electric railway com- 
panies of Iowa are the logical agencies 
to control and operate transportation 
lines on the highways of the state. 

The meeting was opened by chairman 
John Sutherland, master mechanic Tri- 
City Railway. Track construction, auto- 
matic substation operation and main- 
tenance and bus operation occupied the 
first morning session. The afternoon 
was spent inspecting the various de- 
partments of the Des Moines City Rail- 
way and the Des Moines & Central 
Iowa Railway. The second business 
session took up the subjects of equip- 
ment maintenance, welding practice and 
lubrication.’ The entire association was 
entertained at luncheon as the guests 
of the management of the Des Moines 
City Railway, and an evening banquet 
completed a full entertainment pro- 
gram. 

A.paper by M. W. Freund, superin- 
tendent of way and structures Tri-City 
Railway, Davenport, on the construc- 
tion and maintenance of street railway 
track, is abstracted elsewhere in this 
issue. In the discussion of this paper, 
R. H. Findley, superintendent of track 
and roadway Omaha & Council Bluffs 
Street Railway, said that in Omaha the 
railway company is trying to unload its 
paving burdens. He cited some ex- 
amples of maintenance problems in 
Omaha, and said that the tendency to- 
ward lighter rolling stock equipment 
was giving the track department relief 
in two ways: First, in making it pos- 
sible to construct at less expense new 
track that seems to stand up satisfac- 
torily under lighter equipment; second, 
in cutting down the wear and tear on 
track now in the street. He also said 
that the use of modern tools like pneu- 
matic tamping equipment, by improve- 
ment in tamping, make it possible to 
cut down somewhat the thickness of 


ballast required. He favored a sand 
cushion only in preference to sand and 
cement under brick pavement, but 
pointed out that the results obtained 
depended largely on the local drainage 
conditions. 

Some results obtained from the use 
of-a new quick-hardening cement called 
Lumnite were described by W. L. Wil- 
son, chief engineer maintenance of way 
Des Moines City Railway. Mr. Wilson 
said that this material was extremely 
handy for patchwork and for con- 
ereting short stretches where quick 
hardening made it possible to allow 
traffic on the new material after a very 
short interval. Later in the program, 
the chairman, at the suggestion of Mr. 
Wilson, called on Mr. Campbell of the 
Atlas Lumnite Cement Company to de- 
scribe some of the properties of this 
new material which it is putting on the 
American market. 

Track joints were held to be the 
eritical part of the track construction 
by C. M. Feist, master mechanic Sioux 
City Service Company. He said that 
the receiving rail gets a severe ham- 
mer blow unless the joint is perfectly 
level and smooth, and stressed the im- 
portance of grinding joints until they 
are in this condition after welding. Mr. 
Jameson, of Jameson-Ross Company, 
said that most tnack men considered it 
good practice to grind all joints when 
laying new rail.- Mr. Freund said that 
the practice in Davenport is sometimes 
to make the joints slightly above the 
rest of the rail and then to grind them 
level. 

In a discussion of the use of fillers 
in brick pavement near the rail, F. V. 
Skelley, assistant manager Tri-City 
Railway, cautioned against the use of 
materials that would flake off and cause 
derailments. Mr. Findley thought that 
pitch had been used in the case cited, 
as he held that it would flake off in cold 
weather, but that a good grade of 
asphalt filler would not cause trouble 
from this source. 

“Experience in the operation and 
maintenance of automatic substations” 
was the subject of a paper by D. H. 
Nail, superintendent of power Des 
Moines City Railway, which is ab- 
stracted elsewhere. In the discussion 
it was pointed out that relief from labor 
difficulties, as well as elimination of 
the expense of attendants, was one of 
the most outstanding advantages of 
automatic operation. 

W. G. Lamb, master mechanic Water- 
loo, Cedar Falls & Northern Railway, 
read a paper giving the experience of 
his company in the operation and main- 


tenance of buses. In 1922 the Johnson 


Motor Bus Company, operating on the 
paved road between Waterloo and Cedar 


_ Falls, was taken over by the railway 


and modern 25-passenger buses’*were 
put in service on a 30-minute headway 
between 6:30 a.m. and midnight. « A 
new garage was erected adjacent to: the 
ear shop with facilities for’ the proper 
inspection and mainteriance of- the" bus 
equipment. The bus fleet averages :be- 
tween 800 and 1,000 miles per day. ‘The 
master mechanic has’ charge: of . the 
maintenance of buses as’ ‘well as rail- 
way equipment, and ‘the’ operation of 
the new service was placed in charge 
of a supervisor of bus operation, re- 
porting to the superintendent’ of “the 
property. The careful records kept give 
a complete history of the performance 
of each bus. Facilities for filling” the 
buses when they go out in the morning 
were installed. Special tanks of 40:gal. 
capacity enable the buses to operate the 
full day without refilling. 

Attention is given to the appearance 
of the buses and the drivers are trained 
in courtesy. Co-operation between the 
operating and mechanical departments 
enables small operating troubles to be 
remedied before they become serious 
and tie up equipment. Maintenance cost 
between Jan. 1, 1924, and September 30, 
1924, amounts tc approximately. 7.1 
cents per bus-mile, made up as follows: 


Superintendence of maintenance.. $0.00161 
Repairs to bus bodies .......... 00381 
Repairs) to Chassish io. cy.c= ehavele-s es 00854 
Repairs to transmission 00073 
IREDAITS LOMENSINGS! Weanis ccestw sieved cae 01023 
Repairs to ignition and lighting. 00285 
Painting and varnishing....:.... 0168 


POR NEME WALLS I sista (a sachs sie aiekeiasenecaton cs 91283 
Bus depreciation 
Maintenance of garage 


Total 


Total operating expenses of the bus 
fleet per bus-mile were placed at 15 
cents. 

Tire performance is watched closely 
and an average of 23,000 miles; with a 
maximum of 48,000 miles per tire, is ob- 
tained. Bus overhaul periods are fixed 
by the condition of each bus after a 
careful inspection rather than on a pre- 
determined mileage, and wide fluctua- 
tion in the mileage between overhauls 
is obtained on different individual 
pieces of equipment of the same manu- 
facture. Buses that have been over- 
hauled and have made a total of close 
to 200,000 miles are still found to be 
in first-class operating condition, Mr. 
Lamb said. He emphasized the impor- 
tance of careful attention to the little 
items of maintenance as the best pre- 
caution against serious damage to the 
equipment and consequent heavy main- 
tenance expense. Proper lubrication 
was held to be an important factor in 
avoiding high maintenance and serious 
interruptions to service. 

Mr. Skelley reported that the opera- 
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tion of buses by the Tri-City Railway 
to date was costing 15.2 cents per bus- 
milé. The buses are used as feeders 
only and the service is very light. In- 
come averages about 12 cents per mile, 
making a net loss on the bus operations 
of about 3.2 cents per mile. Pull-ins 
due to failures are about one per 3,000 
miles of operation and are all due to 
minor defects such as fan belts, punc- 
tures, etc. 

A. E. Johnson, supervisor of bus 
operation Waterloo, Cedar Falls & 
Northern Railway, said that the bus is 
a legitimate means of transportation, 
primarily because it is popular with the 
public. He felt, however, that the use 
of reduced fares in the battle for busi- 
ness is all wrong, and sets a dangerous 
precedent which is very liable to make 
it extremely difficult to adjust fares to 
- a profitable point when the use of the 
new vehicles becomes stabilized. First- 
class equipment, careful supervision, 
courteous drivers and the maintenance 
of safe operating conditions and re- 
liable service were held to be the proper 
weapons for a railway bus operator to 
use in a fight for business with com- 
peting lines. As an example of the 
safety of properly supervised bus 
operation, he cited the experience of 
his company, which has hauled more 
than a million passengers without an 
accident to a passenger except where 
one was hurt in a slight scuffle when 
the bus was standing still at the curb. 
Careful selection of drivers and com- 
fortable and attractive equipment were 
held to be of paramount importance in 
fullfilling the modern conception of 
good transportation service. In special 
party service he said that his company 
made a flat charge of 50 cents per run- 
ning mile. 

Some sidelights on the bus operating 
Insurance situation in Iowa were given 
by M. A. Welsh, superintendent and 
‘traffic manager Waterloo, Cedar Falls 
& Northern Railway. Mr. Welsh ex- 
plained the provisions of the motor car- 
rier law of the state which required 
every operator of motor buses to carry 
insurance .in a.company approved by 
the commission. Under the mandatory 
provisions of this law, the cost of in- 
surance for liability only would amount 
to about $707 per year per bus, accord- 
ing to Mr. Welsh. He said that his 
company finally succeeded in getting 
relief from this heavy burden by con- 
vincing the commission that the prior 
lien provisions of the Iowa laws which 
give an injured passenger a prior lien 
on all the property of the company was 
protected by the large fixed investment 
of the railway within the state. To 
‘satisfy mandatory provisions of the 
motor vehicle law relative to the filing 
of a bond by a motor bus operator, a 
nominal bond was finally accepted by 
the commission, thus materially ‘re- 
ducing the cost. 

A paper by W. M. B. Brady of the 
General Electric Company dealt with 
the many applications for electric arc 
welding in salvaging electric railway 
materials. Mr. Brady listed a large 
number of items which could be profit- 
ably salvaged by welding, and gave 
comparative figures to show the savings 
‘which had been made in several in- 
stances from reclaiming worn parts. 
He described some of the applications 
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for automatic welding apparatus manu- 
factured by his company, with partic- 
ular emphasis on the economies which 
could be made by welding rolled steel 
wheel flanges by this method. He said 
that preheating and annealing of welded 
wheels was not successful, and in addi- 
tion was very expensive. This is un- 
necessary in welding flanges with auto- 
matic equipment, according to Mr. 
Brady. He attributed the lack of trou- 
ble from cracking, when the automatic 
welder is used for building up flanges, 
to the uniformity of the work as com- 
pared with hand welding, which has 
not proved successful in some instances. 


He opposed attempting to weld worn. 


treads, as he said this produces severe 
and injurious strains in the material 
due to the extremely high temperature 
resulting from laying, on such a large 
amount of material. 

Mr. Lamb said that hand welding of 
36-in. wheels on his property had given 
no trouble. J. G. Munson, master me- 
chanic Cedar Rapids & Iowa City Rail- 
way, reported that his company has 
been building flanges on interurban 
equipment with hand welding’ equip- 
ment for 7 or 8 years and has experi- 
enced no difficulty. The use of welding 
for building up flat spots in wheels 
was also reported on favorably by sev- 
eral of those present. Welding of worn 
axles and armature shafts was not 
recommended, as it was felt by some 
that these parts should be scrapped 
when they have become so worn as to 
require building up the journals. Mr. 
Feist described the practice on his prop- 
erty of using a pit grinder to keep the 
tread diameters of mating wheels the 
same, and attributed freedom from 
sharp flanges to this practice. Mr. 
Munson concurred in the conclusion that 
the practice of keeping wheels ground 
to the same diameter gave freedom 
from sharp flanges and cited an ex- 
ample from his experience of wearing 
out rolled steel wheels completely on 
single-truck safety cars without turn- 
ing, by putting on wheel-truing brake 
shoes whenever the wheel diameters 
became slightly different. 

Mr. Skelley read a paper prepared by 
T. E. Wood, master mechanic Omaha 
& Council Bluffs Street Railway, on the 
maintenance of equipment. In this pa- 
per Mr. Wood pointed out the need for 
reduced maintenance cost to meet the 
materially decreased revenue of many 
electric railways, and held that in- 
creased efficiency of maintenance men, 
the adoption of the most improved 
methods of doing work and general 
raising of employee morale through 
good management by the head of the 
department were the methods by which 
this result can be accomplished. Mr. 
Wood said that the car inspector plays 
one of the most important parts in the 
maintenance of equipment and empha- 
sized the importance of selecting and 
training these men with extreme care. 
A blueprint form used by the Omaha 
company for sending a comparative 
statement of equipment failures to the 
various carhouse foremen helps ma- 
terially in getting more careful inspec- 
tion by inspiring a spirit of. rivalry 
among the various foremen. He said 
that systematic inspection is the first 
step in getting good inspection and re- 
ported that all of his company’s cars are 
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equipped with Economy meters, whicl 
help materially in assuring inspectior 
at proper intervals. 

Another method of helping the vari 
ous foremen to do good work, according 
to Mr. Wood, is to furnish them witl 
copies of blueprints showing car wiring 
diagrams, part numbers of car equip 
ment for ordering purposes and an} 
other information which will help then 
in making repairs or replacements t& 
parts. Keeping a complete file o 
foreign prints which is always avail 
able to shop foremen and from whicl 
information can readily be furnished t 
carhouse foremen was also considered : 
help in getting good results in Omaha 
Mr. Wood said that dipping and baking 
of armatures had been a distinct sue 
cess in reducing armature maintenance 
He also described the Omaha company’ 
method for cutting the cost of paintin; 
by minimizing on labor and material. 

Mr. Feist called attention to th 
trolley wheel as a source not only o 
maintenance cost, but also of powe 
loss. Mr. Anderson said that his roa 
had obtained average mileages of be 
tween 20,000 and 22,000 miles fron 
wheels of the type designed by Mz 
Feist. With this type of wheel, Mr. An 
derson.also said that it had been abl 
to do away with one night inspector a 
each of its stations. In answer to | 
question Mr. Wood said that it was thi 
practice on his property to have thi 
Economy meters read by the transpor 
tation department. Mr. Sutherlan 
said that the savings during the firs 
year after the installation of Econom} 
meters in Davenport amounted t 
$12,000. In answer to a question hi 
also said that the average number o 
pull-ins for all mechanical causes 0} 
the cars of the Tri-City Railway, in 
cluding fenders and broken glass, wa 
6,400 miles per pull-in. 

John S. Dean, Westinghouse Electri 
& Manufacturing Company, read | 
paper prepared by C. Bethel of th 
railway motor engineering departmen 
of his company on the subject of lubri 
cation of railway motors. In thi 
article Mr. Bethel not only outline: 
some of the high spots in correct lubri 
cation practice, but also gave chart 
and curves illustrating in detail som 
of the reasons for these conclusions a 
shown by careful tests conducted b; 
his company. A complete article b; 
Mr. Bethel on this subject was publishe 
in ELECTRIC RAILWAY JOURNAL, issue 0 
April 19. 

The paper was received with interes 
by the Iowa men, and many sidelight 
on lubrication practice were brought ou 
in the discussion. Mr. Feist said tha 
he believed in the use of plenty of oil 
and although this material should no 
be wasted, he felt that the loss of on 
armature through insufficient lubrica 
tion would more than offset all the sav 
ings made through restricted use of oi 
The most important item in lubricatiot 
procedure, according to Mr. Feist, i 
to make sure that the man in charge 0 
the work does not miss a_ bearin; 
through carelessness when going over. 
car. Mr. Welsh of the Viscosity Oi 
Company said that if every operato 
followed closely the suggestions con 
tained in Mr. Bethel’s paper ther 
would be very few lubrication failure 
on electric railway equipment. M1 
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Feist attributed most equipment trou- 
ples to the vibration caused by poorly 
ubricated and worn parts. Mr. Dean 
jescribed various methods used by rail- 
ways for making bearings fit tight in 
she motor housing after they have be- 
some worn. One method described was 
hat of driving a drift through the shell 
0 expand the outside diameter, and the 
ther consisted of copper plating the 
jutside of the worn shell until the de- 
sired diameter had been obtained. In 
his latter method the bearing is first 
nabbitted and then copper plated, after 
which the babbitt is bored out to the 
orrect diameter to fit the shaft. He said 
hat the cost of the process averaged 
about 30 cents per bearing. Mr. Dean 
ilso described a new type of oil seal 
1ousing which is being perfected by his 
sompany, but is not yet on the market. 
At the conclusion of the meeting, a 

1ominating committee consisting of C. 
M. Feist, John Lewin and W. G. Lamb 
srought in a recommendation for the 
membership of next year’s convention 
committee, which was unanimously ap- 
sroved. The members elected to this 
committee are as follows: W. L. Wilson, 
sngineer maintenance of way Des 
Moines City Railway, chairman; R. H. 
Mindley, Omaha; R. C. McMahon, Des 
Moines; W. G. Lamb, Waterloo; W. A. 
Slough, General Electric Company; F. 
2. Grant, Westinghouse Electric & 
Manufacturing Company, and H. R. 
Sampson, Ohio Brass Company. John 
Sutherland, master mechanic Tri-City 
Railway, was re-elected chairman of the 
neeting for next year. 


Maintaining Street Railway 


Track* 
By M. W. FREUND 


Superintendent of Way and Structures 
Tri-City Railway, Davenport, Iowa 


N ANY track repair job the procedure 

depends on the condition of the rail, 
oints, ties and the foundation under 
he ties. One stretch of track in 
Javenport approximately 1,800 ft. long 
ma 4 per cent grade was 18 years old. 
This was built of 7-in. tram rail, ties 
4 ft. center to center, and was in very 
ad condition. The rail in this track 
vas worn down to such an extent that 
here were two, and in some places 
hree, grooves ‘in the tram. These 
rrooves were so deep that the wheel 
langes could not slide sidewise from 
ne groove to the other, and as a result 
ars were being derailed at the rate of 
me per day. Relief at minimum cost 
vas obtained by renewing~ one rail of 
he track with a tram rail which had 
ufficient depth to permit the flanges of 
he wheels on one side of the car to 
lide sidewise on the head of the rail. 
‘his track has been operated more than 
} years without a derailment. 

We have renewed the rail on several 
ther stretches of track at compara- 
ively small expense. These stretches 
vere built new in 1903 with 7-in. tram 
ail, ties 2% ft. centers, ballast under 
he ties. In 1912, on account of street 
aving by the city, it was necessary to 


*Abstract of a paper presented before 
nidyear meeting of the Iowa Electric 
tailway Association, Des Moines, Iowa, 
ov. 13, 14, 1924. 


reconstruct these stretches of track. 
The old rail and joints were used, but 
50 per cent of the ties were replaced. 
The ballast was removed and 6 in. of 
concrete placed under and between the 
ties, By 1924 the rail and joints had 
become very poor in condition. The 
brick paving concrete foundation and 
the ties were still good. In this case, 
10 in. of paving on each side of the rail 
was taken up, and the rail was carefully 
shimmed with steel and’ wood shims and 
was then spiked to the old ties. 

Rail joint repair practice varies with 
the conditions encountered. When the 
joints are tight, whether welded or 
bolted, and there is a very slight cup, 
it is our practice to grind the joint to a 
perfect surface with a reciprocating 
grinder. When the joints are tight 
and the cups are deep, the rails are 
built up with an are welder using hard 
steel, and are then ground with a rotary 
grinder. If the joint plates become 
loose but are still in good condition, 
they are rebolted, and usually are 
welded to the rails. When the joint is 
loose and plates are also badly worn, 
new plates are welded to the rails pro- 
vided both rail ends are in good condi- 
tion. In the case of joints on Lorain 
section 80-316 rail—we have experi- 
mented with welding the old continuous 
joints after the base support has been 
cut off, making them fish plates. These 
plates are set in close to the web of the 
rail at the base. The top of the out- 
side plate is set 4 in. out from the head 
of the rail. The joint is then bolted 
with six bolts and welded to the base, 
the outside plate being welded only at 
the top. As it is very difficult to weld 
the inside piate at the top, the welding 
is omitted. When the joints are loose 
and the rail ends are broken, it is 
necessary to cut out the broken rails 
and insert a piece of rail with two new 
joints. The length of the rail cut in 
depends on the tie spacing, varying 
from 4 ft. to 14 ft., the latter being 
used when ties are on 6-ft.. centers. 
The new joints are always placed over 
ties. 

New joints that are being put in are 
g-in. machine plates with four-hole 
drilling. These are welded to the rail 
at the head and base by either the car- 
bon or metallic are. There are three 
welds made on tram rail, and four on 
tee rail. Rails are cut through the 
head with a hack saw and the remain- 
ing part of the cut is made with an 
oxyacetylene: torch. 

When repairs are necessary to man- 
ganese centers in special work, they 
are built up with a special manganese 
welding rod, which gives satisfactory 
results providing the welding is done 
according to instructions. Loose hard 
centers are not welded until after they 
are tightened. This is done by remov- 
ing bolts and raising the center on 
shims to the proper elevation and then 
replacing bolts and tightening. After 
the center has been reset and the cars 
have operated over it for a few days, 
it is again tightened and the bolt holes 
filled with hot asphalt. 

New track in Davenport is con- 
structed with 8-in. stone ballast, creo- 
soted oak ties spaced 2 ft. center to 
center, 7-in. 80-lb. tee rail, 25-in. four- 
hole machine joints and tie rods spaced 
10 ft. The joints are opposite and are 


welded by the carbon-arc process to the 
head and base of the rail, mild steel 
insert being placed between the rail 
ends before welding. All new track is 
ground with a reciprocating grinder. 

In the reconstruction of old track the 
best of the old bricks are saved. The 
rails are then jacked up from the ties 
and removed, the ties remaining to be 
removed by the steam shovel. After 
the grading is completed, the sub-grade 
is rolled, and 6 in. of stone distributed 
and rolled. The ties are spaced on 
2-ft. centers, the rail distributed and 
spiked, after which sufficient stone is 
placed in the track to raise to grade 
and tamped with Ingersoll-Rand pneu- 
matic tie tampers. After tamping, the 
cars are permitted to operate over the 
track in order to hammer it down 
thoroughly. It is then raised to grade 
and retamped, the interval between 
tampings depending upon the frequency 
of the car service, the average time be- 
ing four days. After the second tamp- 
ing the track is lined and is then ready 
for the concrete paving base, which is 
placed during car operation. Brick 
paving is laid on a 1-in. cement mortar 
cushion mixed 1:4, and is filled with 1:2 
grout. Vehicular traffic is not per- 
mitted on the paving for at least 4 
days. 

Where the old track is in solid con- 
crete other methods are employed to 
do the excavating. Air hammers are 
equipped with chisel points and are 
used to loosen the ties from the con- 
crete and cut a channel along the edge 
of the excavation. Where the concrete 
is 10 to 12 in. thick it is necessary to 
use steel tipped wooden prys 4 in. x 6 
in. x 12 ft. long to raise the concrete, 
which is then broken with heavy 
sledges. This concrete is crushed by a 
portable crusher and used as ballast in 
the new track. 

During the winter of 1923 and 1924 
the Tri-City Railway made a number 
of track changes in Davenport on ac- 
count of the rerouting of the cars. The 
work was done in the most severe 
weather, the temperature on many days 
being below zero. In making the ex- 
cavations, it was necessary on a few 
jobs to remove .21 in. of frost. After 
this was completed, the building of the 
track, including tamping, was done with 
very little difficulty. Concrete was 
placed on days when the temperature 
was higher than 20 deg. F. We did not 
have much success heating the mate- 
rials for concrete before putting them 
in the mixer, as the amount of material 
needed for concrete for one day was 
considerably larger than could be 
heated. We used a mixer that could 
deliver 6 cu.yd. of concrete per hour, 
and heated the materials after they 
were placed in the mixing drum with 
a Hauck concrete heater. After being 
placed, the concrete was covered with 
straw on the top of the rail, and the 
straw in turn was covered with a cheap 
grade of tar paper to prevent the wind 
from blowing it away and also to help 
retain the heat in the concrete. When 
the weather was not too cold, the straw 
and tar paper were removed after 48 
hours. The concrete was then swept 
clean and heated with large paving 
heaters and paving lard. The sand for 
the paving cushion was heated on old 
junk boilers. Steam from a portable 


boiler was used to heat the water that 
was used for making the mortar paving 
cushion and the cement grout. Imme- 
diately after grouting, the paving was 
covered with the straw and tar paper, 
and was thus protected for at least a 
week when the weather was moderate, 
and longer when it was very cold. 


Experience with Automatic 


e * 
Substations 
By D. H. Natu 


Superintendent of Power Des Moines City 
Railway, Des Moines, Iowa 


UTOMATIC substations do not re- 

quire a great deal of attention 
other than periodic cleaning and in- 
spection. In the early use of these 
stations in Des Moines they were in- 
spected twice each month. Later on we 
found that this time could be extended 
to once each month without any trouble 
occurring to the equipment. The build- 
ings in which these equipments were 
installed are fireproof and well ven- 
tilated. When inspections are to be 
made the station is shut down after 
the morning peak load is over, the ma- 
chine is blown out and the switchboard 
and the station are cleaned up. Com- 
pressed air is furnished by a portable 
air compressor operated by a 600-volt 
d.c. motor. This compressor is trans- 
ported in a truck to each station when 
inspections are made. 

After the station has been blown out 
the maintenance men inspect each part 
of the apparatus separately, clean the 
machine, interlocks and relay contacts, 
and go over all nuts and terminals on 
the back of the switchboard to see that 
everything is clean and making good 
contact. All protective devices are next 
tried out to be sure, that they are 
working properly. This is done by 
starting up the machine but not letting 
it go on the line. The inspector then 
operates each protective relay or elec- 
tric interlock by hand in the same man- 
ner as they would operate normally. 

After all these protective devices 
have been thus tested out, all line and 
control switches are closed so that the 
machine may come on the line normally. 
The time required for two men to clean 
and inspect a one-unit station is about 
6 hours. This allows plenty of time 
for the station to be back on the line 
in time for the evening peak load. 

The Des Moines City Railway was 
among the first to install automatic 
controlled substations exclusively for 
city railway power, having begun in 
the year 1916 and continued with this 
work until the entire system is now 
fed from this source. At the same time 
the Des Moines & Central Iowa Rail- 
road began to use automatic controlled 
substations for interurban service. Up 
to the present time the Des Moines 
City Railway has 10 and the Des 
Moines & Central Iowa Railroad has 
5 substations operated by automatic 
control.. These rotary converters range 
from 300 to 750 kw. each. The Des 
Moines City Railway was also among 
the first to build a portable substation 


*Abstract of a paper presented heroes 
midyear meeting of Iowa Electric Rail- 
a, Association, Des Moines, Nov. 13, 14, 
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automatically controlled. This station 
is of 500-kw. capacity and the equip- 
ment is installed in a steel car. The 
power transformer is designed for 4,500 
or 22,500 volts as the city transmission 
lines operate at 4,500 volts, while the 
transmission lines feeding the sub- 
stations for the Des Moines & Central 
Iowa interurban system use 22,500 
volts. Two sets of operating and in- 
strument transformers are needed for 
the different voltages. The time re- 
quired to change the station from 4,500- 
volt to 22,500-volt operation is about 
4 hours. This arrangement makes this 
portable substation very handy in case 
of trouble with either a city or an inter- 
urban station. 

Data on the efficiency of automatic 
substations, and a comparison of the 
relative economy of automatic and hand- 
controlled stations, are furnished by 
the following figures for one year: 


OUTPUT AND CONVERSION LOSS OF AUTO- 
MATICESUBSTATIONS, DES MOINES, IOWA. 


Substation AnnualD.C. Conversion 


i Capacity Output Loss 
Location Kw. EE Kw.-Hr. Per Cent 
City Lines 

12th and High 
Streets. . 500 1,884,700 10.77 
E, 2nd and Walnut 
Streets. . 500 2,435,150 8.66 
EE i see 
Brennan... ... 300 197,080 22.01 
Hyperion. . 300 240,320 23.45 
Iaterakban ‘Ties: Hand- Opes 
Mitchellville. . 300 235,420 37.45 
The toa two stations both having 
the same kilowatt capacity showed a 
difference in dec. output of 4,900 ° 


kw.-hr., but a difference in conversion 
loss of 14 per cent for the period of 
one year. Aside from the saving due 
to the low conversion loss there was 
the additional important saving result- 
ing from the elimination of operators 
in the automatic stations. 

Comparison of the costs of operating 
the same single unit 750-kw. station 
automatically and by hand for a period 
of a year as taken from our operating 
data shows the following results: 


Hand Automatic 
Operation Operation 


Conversion loss, per cent... . . Ze 12 
Conversion loss, kilowatt-hour 475,000 259,000 
Loss at $0.0125 per kilowatt- 
OME; cr eae peace ao $5,712.50 $3,237.50 
Mainiet ee labor, materials 
and AUpPUESii i ke nes 450.15 450. 15* 
Wages of three operators work- 
ing 8 hours per day at* 50 
cents per hour............ 4,380.00 


Total operating cost per year. $10,542.65 $83, 687.65 
Saving from automatic operation. . .. $6 855.00 


* Taken at actual cost of hand Rintiond 


Conversion losses in per cent for 
two-unit automatic substations, taken 
from actual records for a period of 
6 months, were as follows: 


Machine Machine 


No. 1 No, 2 
Station at 12th and High Streets, 
lossy DETCENE eters eesti a, Mle wk 5.47 7 bas) 
Station at 2nd and Walnut Streets, 
loss; PET Cente cae dea ka we 81 5.C6 


Under conditions where the leading 
machine is carrying light load part of 
the time, and the trailing machine 
comes on the line during the peak only, 
when it is not subject to light load 
conditions, the leading machine nat- 
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urally shows the highest proportional 


conversion loss. This condition do 
not exist when the two machines are 
more uniformly loaded. \ 
Comparison of inspection and clean- 
ing costs for nine automatic substations 
of 500-kw. capacity each operated by 
the Des Moines City Railway shows 
the following results for one year: 


Total Cost 


Av. Cost 
or per. 
9 Stations Station 
Inspection and cleaning.labor. $1,623.96 $180.44 
Maintenance labor........... 2,238.76 248.75 


Supplies, including brushes for 
TiBenines: rags, oil, fuses, 
aluminum arrester ‘electro- 
lyte, sweeping compound, 
floor broomis, ete.......... 885.62 98. 40 
Maintenance materialsand parts 927.05 103.01 


Rotals,... sucka. cee $5,675.39 $630.60 
SS 


The use of automatic substations in 
Des Moines has not only proved eco- 
nomical from the standpoint of oper- 
ation and maintenance costs, but, due 
to the fact that an operating force 
is not required, has permitted the use 
of more stations giving more feed-in 
points on the system. This increased 
number of feed-in points has reduced 
the amount of d.c. feeder necessar 
and has. resulted: in providing a Nhe 
uniform trolley potential throughow 
the system, permitting higher schedule 
speeds and lower power losses. ? 

For interurban service automatic 
substations can be located along the 
line where it would not be convenient 
to use the hand-operated substation, 
as some companies find it necessary 
to locate hand-operated stations near 
points where they can furnish living 
quarters for the attendants. 


Subways in the Air 


AKING as his subject “Traffic and 

Transit,” Mayor Hylan of New 
York City addressed a joint meeting 
of the American Society of Civil Engi- 
neers and the American Society of Me- 
chanical Engineers on Noy. 19. He 
told how under his administration the 
city had spent huge sums of money for 
the purchase of street cleaning equip- 
ment and praised the efficiency of the 
New York Fire Department. Inci- 
dentally; he repeated his well-known 
ideas on the benefits that would res ult 
to the city from the removal of “wo 
out” street railway tracks, “antiquated” 
elevated structures,and the inaugu 
tion in their stead of a swiftly movi 
“modern bus system.” 

He spoke in glowing terms of the 
benefits which resulted from the re- 
moval of the elevated spur on upper 
Sixth Avenue and prophesied the early 
removal of the rest of the elevated rail- 
way in that street. To care for the 
present traffic he wants the much-dis- 
cussed Sixth Avenue subway to be built 
by the city. The Board of Transporta- 
tion is now working on plans to accom- 
plish this. No intimation was given, 
however, as to how it is proposed to 
construct a new subway at Thirty- 
fourth Street, where three underground 
lines at different levels are already in 
existence, nor where the money is to 
come from to carry out the city’s am’ 
tious projects. 

Following the talk by Mayor Han 
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Fire Chief John Kenlon told how the 
construction of elevated railways in 
various parts of the city had destroyed 
property values. He expressed the 
opinion that no more such structures 
should be built. The difficulty of mov- 
‘ing fire apparatus through the con- 
gested streets was also mentioned by 
this speaker. 

Major Elihu Church, transportation 
engineer Port of New York Authority, 
in a snappy talk told of the growing 
popularity of horse-drawn vehicles for 
heavy trucking in New York City. He 
cited actual counts showing more than 
70 per cent of the vehicles carrying 


freight to and from certain terminals 
being drawn by horses. The proportion 
is steadily increasing, he said. Time, 
not distance, being the measure of ex- 
pense in heavy trucking, the superiority 
of the cheaper vehicle is notable where 
congestion exists. With the average 


speed of traffic movement in the city: 


streets being from 8 to 4 m.p.h. and 
with one-half to two-thirds of the time 
of the truck spent standing still, it is 
more economical to use horses. Major 
Church explained how a system of 
trunk line motor highways and by- 
passes around cities would relieve this 
severe congestion. 


Utilities Commissioners Discuss 
Bus Regulation 


HE annual meeting of the National 

Association of Railroad & Public 
Utilities Commissioners was held at 
Phoenix, Ariz., Nov. 11-15. Most of 
the time of the meeting was given over 
to discussion of matters not especially 
pertinent to electric railways. The 
new president elected was William D. 
B. Ainey, chairman of the Public Util- 
ities Commission of the Commonwealth 
of Pennsylvania, who is well known in 
electric railway circles, as he has sey- 
eral times addressed the American Elec- 
tric Railway Association. James B. 
Walker of New York was elected secre- 
tary. 

J. N. Shannahan, president of the 
A.E.R.A., addressed the commission- 
ers, primarily on the subject of proper 
regulation of the motor bus and motor 
truck. Mr. Shannahan’s address was 
published in this paper last week. It 
was enthusiastically received at the 
convention. One of the members stated 
that Mr. Shannahan had given some 
very helpful suggestions on one of the 
most pressing problems of the day. He 
also suggested that the commissioners’ 
association should give more atten- 
tion to this subject, that not enough 
study and discussion had been given 
the report of the committee on motor 
vehicle transportation presented last 
year, and urged that the commission- 
ers devote more attention to this im- 
portant subject during the ensuing 
year. 

Among resolutions passed by the con- 
vention on the subject of national 
legislative matters was one of interest 
to the electric railways. This was “that 
Congress be respectfully urged to make 
such amendments to the - existing 
(transportation) law as shall clearly 
exclude from the jurisdiction of the 
Interstate Commerce Commission the 
regulation of rates and service of elec- 
tric railways carrying on local street 
railway transportation.” 

A report of particular interest to 
electric railway men was that of the 
committee on motor vehicle transporta- 
tion, an abstract of which follows: 


REPORT OF COMMITTEE ON Motor 
VEHICLE TRANSPORTATION 


The fees thus far required in the 
various states from auto transporta- 
tion companies may be roughly divided 
into three classes: (1), fees applied 
toward the expense of regulation; (2), 


fees of the nature of compensation for 


the use of public highways; (38), fees 
exacted in exchange for franchise 
‘rights. 


Fees to Cover Regulatory Expense.— 
The committee believes that the exac- 
tion of fees to cover the expense of 
regulation is sound in principle. The 
regulation of motor vehicle transporta- 
tion is more expensive in proportion 
to its volume than is the regulation 
of other kinds of transportation, and 
the benefits from efficient regulation 
accrue more directly to the persons 
engaged in such enterprises. The auto 
transportation companies, as a rule, 
do not object to the payment of reason- 
able fees when they feel that they are 
getting value received in the form of 
fair and efficient regulation. 

Fees or Taxes to Cover Road Con- 
struction and Maintenance.—Motor ve- 
hicle transportation is in a class by 
itself in respect to the roadbed or way 
over which its vehicles operate. Steam 
and electric railroads are required to 
purchase rights-of-way, construct road- 
beds, lay ties and steel, and maintain 
such structures at their own expense, 
and in addition thereto, pay taxes 
thereon. 

Motor vehicles operate over high- 
ways constructed by the public, and 
as long as no compensation for the use 
of such highways is exacted of auto 
transportation companies, they are 
indirectly ‘subsidized at the expense of 
the public. It would be manifestly 
unjust, however, to exact fees from 
auto transportation companies subject 
to regulation, without at the same time 
exacting similar fees from all vehicles 
making commercial use of the high- 
ways. Most of the states which have 
statutes regulating auto transportation 
apply'them_ only to stages and trucks 
operating between fixed termini and 
over regular, routes. By amending 
statutes covering the regulation of auto 
transportation companies operating be- 
tween fixed termini and over a regular 
route so as to create and regulate a 
new class of auto transportation com- 
panies embracing practically all other 
vehicles using the highways for com- 
mercial purposes, they could be brought 
under some form of regulation and 
could be required to make reports upon 
which equitable fees could be based. 


‘As a general rule trucks used by pri- 


vate industries in the transportation 


of their own products, which are not 
operating for hire in a strict sense, 
are more heavily loaded and do more 
damage to the highways than those 
of any other class. Yet they are in a 
position most likely to escape fees or 
taxes exacted as compensation for the 
use of the highways, except the gaso- 
line tax. 

Gasoline Tax—A large number of 
states are now exacting a gasoline tax, 
amounting to either 1 or 2 cents per 
gallon in) most instances. This form 
of tax operates equitably upon all users 
of the highways in proportion to the 
use they make of the same. It is the 
only tax yet devised which is fair and 
equitable to all. Objection to the gaso- 
line tax on the ground that it falls 
equally upon those who use the high- 
ways for pleasure and those who use 
them for profit, is answered by the 
suggestion that those who use the high- 
ways for pleasure should be willing to 
contribute their just quota toward 
building and maintaining the highways. 
Pleasure cars are usually lighter and 
the mileage less than with commercial 
vehicles, so the amount paid by their 
owners is much less. It is estimated 
that, in the state of Washington, for 
instance, the amount contributed by 
stages in license money and gasoline 
tax will average about 60 per cent per 
mile of travel more than that con- 
tributed by private cars. In any fee 
system involving vehicles using the 
highways, the gasoline tax should be 
a part of the system, and additional 
taxes might reasonably be imposed 
from those making commercial use of 
the highways. 

Other Forms of Taxation. — Other 
forms of taxation designed to compen- 
sate for the use of highways and for 
the protection which the certificate of 
public convenience and necessity affords 
includes the gross operating revenue 
tax and wheelage or mileage tax. The 
states of Washington, California and 
South Dakota require, in addition to 
the fees imposed upon all other motor 
vehicles, a gross revenue or gross earn- 
ing tax. In Washington, under the 
present law, this fee cannot exceed 1 
per cent, and is designed for the sole 
purpose of covering the cost of super- 
vision and regulation. In California, 
the amount imposed is 4 per cent of the 
gross receipts, less the amount paid as 
municipal fees and taxes. In South 
Dakota, the tax is 2 per cent of the 
gross, in addition to motor vehicle tax 
and personal property tax. In the 
state of Washington, this tax amounts 
to approximately $50,000 per year. In 
South Dakota, the tax is represented 
as yielding about $4,000 the first year, 
with prospect of considerable increase 
in later years. In California, the 4 per 
cent gross revenue tax yielded for the 
first quarter about $100,000. It is ex- 
pected to produce at least $125,000 per 
quarter or $500,000 per year. 

Flat Fees.—Alabama, Arkansas, Col- 
orado, Connecticut, Florida, Georgia, 
Illinois, Indiana, Michigan, Minnesota, 
New Jersey, New York, North Dakota, 
Ohio, Oregon, Pennsylvania, Tennessee, 
Texas, Wisconsin, and the District of 
Columbia have widely varying flat 
fees, based in most instances on the 
passenger seating capacity as applied 
to passenger cars and on weight or 
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capacity as applied to freight carrying 
trucks. This form of taxation is so 
new that the committee was unable to 
secure information regarding experi- 
ence with this form of tax or its desir- 
ability. 

Wheelage Tax.—Other states, includ- 
ing Iowa, Maryland, Oklahoma, Vir- 
ginia and West Virginia, impose cer- 
tain taxes based upon ton-mileage. 
There is a wide variation, both in the 
method of computing the tax and in the 
amount of the tax imposed. In lowa, 
the tax for motor vehicles having pneu- 
matic tires is 4-cent per ton-mile of 
travel over and along the public high- 
ways. For motor vehicles having hard 
rubber or solid tires, the tax is 4 cent 
per ton-mile. The statute also includes 
the method of figuring the ton-miles 
of passenger travel, the passenger 
weight being taken at the full seating 


eapacity figured at 150 lb. per pas- 


senger, plus the weight of the vehicle, 
multiplied by the number of miles oper- 
ated, which, however, cannot be con- 
sidered as less than the number of 
miles required to maintain the sched- 
ules filed. -When figuring ton-miles of 
freight travel, the freight carrying 
capacity of each truck or unit, includ- 
ing trailers, plus the weight of the 
vehicle, is used in calculating the ton- 
miles. The Iowa law applies to per- 
sons or corporations operating a motor 
vehicle for delivering merchandise 
other than farm products, except those 
operating wholly inside of city limits, 
as well as passenger and freight car- 
riers operating for compensation over 
their regular routes or between fixed 
termini. The amount of revenue from 
this tax for the year ending July 4, 
1924, was estimated at $50,000. 

In West Virginia, passenger carriers 
operating over regular routes, where 
the vehicle weighs less than 3,000 lb., 
are required to pay 1/20 cent for each 
passenger seat-mile; over 3,000 lb. and 
less than 7,000 lb., 1/15 cent per pas- 
senger seat-mile; and over 7,000 Ib., 
vo cent per passenger seat-mile. Prop- 
erty carriers over regular routes pay 
for a capacity of 3 tons or less vo cent 
per ton-mile; over 3 tons and less than 
5 tons, cent per ton-mile. Passenger 
carriers not running over regular 
routes or between fixed termini pay a 
flat rate of $75 yearly. Property car- 
riers under the same condition pay a 
fee double that of trucks not used for 
hire. The above law became effective 
on July 27, 1923, and the revenues col- 
lected thereunder up to June 30, 1924, 
were approximately $306,000. A fea- 
ture of the law is that vehicles operat- 
ing over a regular route are required 
to pay the full year’s tax in advance. 


No SPECIAL TAXATION IMPOSED 
IN SOME STATES 


Some states, such as Michigan, 
Nevada, New Hampshire and Ver- 
mont, impose no state tax other than 
the ordinary fees required of all motor 
vehicles, but the various counties and 
other local subdivisions are permitted 
to impose certain fees in widely vary- 
ing methods and amounts. The com- 
mittee believes that such a system is 
wrong in principle and is illogical and 
inequitable. All fees should be uniform 
throughout the state and should be col- 
lected by state agencies, with the pos- 


sible exception of a municipal fee for 
vehicles operating wholly within city 
limits. 

Arizona, Delaware, Kansas, Ken- 
tucky, Mississippi, Missouri, Nebraska, 
South Carolina, Utah and Wyoming 
impose no taxes or charges upon auto 
transportation companies or vehicles 
other than those applicable to all other 
motor vehicles, unless such legislation 
has been very recently enacted. 

In the discussion by correspondence 
between the various members of the 
committee, it was suggested that the 
mileage tax or other fees exacted should 
be based somewhat upon the character 
of roads over which the operation is 
conducted. After considerable discus- 
sion, it was agreed that it was imprac- 
ticable to base a tax upon the type of 
road traversed. 

George H. Pride, president of the 
Heavy Haulage Company of New York 
City, speaking on the subject of cost 
accounting in highway transportation 
operation not long ago, made this state- 
ment: 


THE PUBLIC PAYS THE Cost OF 
Motor TRANSPORTATION 


“The public as a whole pays for the 
construction and maintenance of the 


highways in the form of taxes, and, 


although it is not generally realized, it 
also defrays the entire cost of the 
motor truck transportation which 
passes over the highways in the price 
for the commodities it buys, for it can 
be unqualifiedly stated that practically 
everything purchased has been trans- 
ported by motor truck one or more 
times during its process of fabrication.” 

Mr. Pride also states that eleven 
times as much money is spent in oper- 
ating motor trucks over the highways 
yearly as is spent in building the high- 
ways themselves. 

In imposing taxes upon motor vehicle 
operation in any state, careful consid- 
eration should be given to existing 
statutes, so as to avoid pyramiding 
taxes to the injury of motor transpor- 
tation and ultimately to the inconveni- 
ence of the public. In the state of 
Washington, for instance, the stage is 
subject to regulation by paying $56,522 
a year license money and about $35,000 
per year gasoline tax, or $91,522 per 
year for the use of the highways. The 
trucks, subject to regulation, pay about 
$25,000 per year license money and 
about $15,000 per year gas tax, or 
about $40,000 per year for the use of 
the highways. The same stages pay 
about $65,000 per year and the trucks 
$25,000 per year personal property tax. 
Thus it is seen that the stage is at 
present operating under regulation by 
paying to the state under the various 
statutes about $220,000 annually be- 
sides the gross operating revenue ‘tax 
of 1 per cent, designed to cover the 
expenses of regulation, which amount 
to approximately $50,000 per year. The 
total for the state of Washington, 
$270,000 per year, is equivalent to 
about 5.4 per cent of the gross operat- 
ing revenue of auto transportation 
companies. No doubt similar situations 
exist in other states. 

In California, the license fee is a 
flat sum of $3 per year against an 
average license fee in Washington for 
stages of $91.74 and an average fee 


for the type of trucks used by auto 
transportation companies of about 
$77.50. In California, all municipal 
fees and taxes are deducted from the 
gross revenue tax. It is doubtful if 
the auto transportation companies of 
California pay a greater per cent of 
their gross revenue under the 4 per 
cent law than is required of such com- 
panies in the state of Washington 
under the various tax and license pro- 
visions of that state. 


SEVEN GENERAL PRINCIPLES PROPOSED 
FOR TAXATION 


At present the time of operation 
under the various laws has been so 
short that it is impossible at this time 
to determine, from the standpoint of 
operation and experience, the most 
practicable and feasible method of tax- 
ing auto transportation companies. 
The announcement of a few funda- 
mental principles, the committee be- 
lieves, should be helpful in the enact- 
ment of any fee statute. 

1. A reasonable gasoline tax should 
be imposed, applicable to all vehicles 
using the highways. 

2. All taxes imposed upon motor 
vehicle common carriers should be im- 
posed and collected by the state, with 
a possible exception of city taxes upon 
vehicles operating wholly within the 
city limits. 

2. An equitable franchise tax might 
properly be imposed upon vehicles oper- 
ating between fixed termini and over 
a regular route under certificates of 
public convenience and necessity, to the 
exclusion of vehicles not so operating. 


4. Taxes or fees on motor vehicle 
common carriers, the proceeds of which 
are limited to the construction and 
maintenance of highways, should be 
imposed upon all stages, trucks and 
“for hire” cars, whether operating be- 
tween fixed termini and over a regular 
route or otherwise, or whether oper- 
ated for hire or by private industries 
in the transportation of their own com- 
modities. 4 

5. In states where the imposition of 
fees and taxes would cripple or destroy 
small stage or truck operations render- 
ing useful service in sparsely settled 
communities, any revenue tax imposed 
should apply only to revenues over and 
above a reasonable return to the motor 
vehicle carrier. (ae 

6. Statutes which provide for the 
regulation of auto transportation com- 
panies operating over regular rou 
and between fixed termini should be 
amended so as to include motor vehicle 
common carriers not so operating; but 
in any case fees for the use of the 
highways, whether flat or in the form. 
of mileage tax or revenue tax, should 
apply to all motor vehicle common car- 
riers, whether subject to regulation om 
not. 7 

7. Any new. or supplementary fee or 
tax statute should take into considera 
tion all fees and taxes paid unde’ 
existing laws, so that the total for any 
one purpose or as a whole shall not be 
unjust, unfair or unduly burdenso 

The report was signed by E. V. Kuy: 
kendall, chairman; T. E. McKay, Fa 
Harding, Gen. J. F. O’Ryan, Iva 
Bowen, J. F. Harper, O. W. Rugh, 
H. V. Osborne and G. R. Shelby. 
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Southwestern Association Conven- 
_ tion at Houston Next May 


HE executive committee of the 

Southwestern Public Service Asso- 
ciation, at a recent meeting, set the 
1925 convention of this association for 
Houston, Tex., May 19-22. W. E. Wood, 
Houston, heads the convention com- 
mittee. 


Executive Committee 


HE executive committee of the 

American Association met in New 
York on Noy. 21, with the following 
members present: President J. N. Shan- 
nahan, R. P. Stevens, W. H. Sawyer, 
L. H. Palmer, R. I. Todd, F. R. Coates, 
A. W. Brady, L. S. Storrs, C. E. Mor- 
gan, T. C. Cherry, C. H. Clark, W. L. 
Davis, M. B. Lambert, E. P. Waller, 
B. A. Hegeman, Jr., C. S. Hawley, 
A. A. Hale and Secretary Welsh. 

R. P. Stevens, chairman of the 

finance committee, presented the annual 
audit of accounts, which was accepted. 
He also presented the budget for 1926, 
which anticipated receipts of $321,000 
and expenditures of $318,000. This 
was approved. An appropriation of 
$2,500 in support of the street and 
highway safety program of Secretary 
of Commerce Hoover was approved. 
. Mr. Coates reported briefly for the 
policy committee. He was authorized 
to draw up a resolution giving the in- 
dorsement of the association to the 
work of the Better Business Bureau 
and the National Vigilance Committee, 
and urging co-operation of member 
companies with these organizations in 
their own cities. The committee on 
policy was also instructed to draw up 
a statement expressing more definitely 
the position of the association with 
respect to the motor bus. Similarly, 
the question of proper regulation of 
interstate highway carriers was re- 
ferred to the committee on national 
relations. 

A communication from Gen. Guy E. 
Tripp, chairman of the Committee of 
One Hundred, was read, which re- 
quested a termination of this commit- 
tee’s activity on Jan. 1, 1925, in view 
of the fact that the association is now 
financially able to carry on this work 
on the same scale. This action of the 
Committee of One Hundred was rec- 
orded and President Shannahan di- 
rected to write a letter on behalf of 
the executive committee to General 
Tripp, thanking the Committee of One 
Hundred for the splendid work it has 
done in the interest of the associa- 
tion and of the industry. 

At the suggestion of President Shan- 
nahan and on motion of Mr. Sawyer, 
the president was authorized to appoint 
an advisory council of the association, 
whose membership will be made up of 
the principals representing ownership 
of electric railway properties. The 
function of the advisory council will 
be to carry on the work formerly done 
by the Committee of One Hundred and 
such other matters as it may consider 
desirable to act upon. President Shan- 
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New York State Dinner 
on Jan. 22 


HE New York State Railway Asso- 

ciation will hold its next conven- 
tion in New York City on Jan. 22 at 
the Commodore Hotel. There will be a 
morning and an afternoon session and 
an informal dinner in the evening. 


nahan expressed the thought, reiterated 
by Mr. Sawyer, that the American 
Electric Railway Association -has not 
had the co-operation of the owners of 
the properties to the extent desired. 
It was felt highly desirable to create 
some arrangement which would bring 
to the association the benefit of their 
interest and active support. 

Mr. Palmer reported for the com- 
mittee on company and associate mem- 
bership that one railway had applied 
for membership, this being the Bam- 
berger Electric Railroad Company, Salt 
Lake City, Utah. Bonbright & Com- 
pany, investment bankers, New York, 
had applied for associate membership. 
These applications and those for twelve 
manufacturer members were approved. 

Mr. Morgan reported for the com- 
pany and community section and indi- 
vidual membership committee. The 
main point of interest was that the 
membership of the Metropolitan Sec- 
tion in New York has now reached 693. 
Mr. Morgan spoke briefly of the great 
interest shown in the meetings of this 
section and also of the fact that many 
of the members had shown a new inter- 
est in industry problems as a result of 
attendance at the first two meetings. 
~ Mr. Clark, president of the Engineer- 
ing Association, asked for and received 
the approval of the executive commit- 
tee, to invite certain railway companies 
to send engineers as members of a 
committee which will make a special 
study of the causes and cure for rail 


‘corrugation. This committee will make 


a tour of inspection of the conditions 
on a number of properties. Each com- 
pany will be requested to pay the ex- 
penses of its own representative and a 
portion of the expense of the secretary 
of the committee, who will probably be 
a professor of some university which 
takes an active interest in electric rail- 
way matters. This secretary will com- 
pile the report. 
Connecticut Company, Mr. Morgan for 
the Brooklyn City Railroad, and Mr. 
Emmons for the Baltimore company, 
agreed to send a man on this trip and 
Mr. Clark was authorized to send out 
his letters inviting other companies to 
do likewise. 

In the absence of J. P. Barnes, Secre- 
tary Welsh read the report of the com- 
mittee on public relations. This will 
appear in next week’s issue of this 
paper. 

Mr. Sawyer reported the recommen- 
dation of the committee on location that 
the Midyear Meeting be held at Wash- 
ington on Tuesday, Feb. 17. This was 
approved. 

President Shannahan spoke on the 
fact that the lease on the headquarters 


Mr. Storrs for the. 
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office expires shortly and that the asso- 
ciation will have to face a considerable 
increase in rent as the present lease 
was made 10 years ago. On motion he 
was authorized to appoint a committee 
consisting of the chairman of the 
finance committee, Mr. Stevens, the 
chairman of the policy committee, Mr. 
Coates, himself, and such other mem- 
bers as he may direct, to consider this 
matter and with power to act. 

On motion the president was au- 
thorized to appoint a committee on 
customer ownership, the suggestion 
having been made in a letter from 
Past-President Britton I. Budd. 

Mr. Coates read a report on the 
American committee on inductive co- 
ordination and requested an appropria- 
tion of $250 to support the work of 
this committee. This was approved. 

A letter from C. L. Van Auken, vice- 
president and managing editor Electric 
Traction, was read requesting Presi- 
dent Shannahan to make a place on the 
program at next year’s convention for 
the award of a certificate of merit and 
a silver cup to the company showing 
the highest operating speed and asking 
him to make the award. The president 
was instructed to thank Electric Trac- 
tion for the spirit and motive behind 
the suggestion but to disapprove it. 

As a matter of information, Secre- 
tary Welsh pointed out that the Na- 
tional Industrial Conference Board is 
now engaged in making a study of the 
weekly earnings of public utility em- 
ployees. One of the executives stated 
that executives in other industries are 
beginning to ask why street railway 
wages are going up while all others are 
going down. This trend is putting the 
electric: railways in an _ unfavorable 
light among other industries. 

The next meeting will be held in 
New York on Wednesday, Jan. 7. 


Location of Midyear Meeting 


“AT WASHINGTON, Tuesday, Feb. 

17” were the place and date 
selected by the committee on location 
at its meeting in New York, on Nov. 20, 
for the Midyear Meeting and dinner of 
the American Electric Railway Asso- 
ciation. Members of the committee 
present were Chairman W. H. Sawyer, 
President Shannahan, Charles Castle, 
Al YA® Hale; S.J. Cotsworth, J.-H. 
Hanna, E. P. Waller, E. C. Faber, 
Harry L. Brown and Secretary J. W. 
Welsh. 

The committee. also discussed the 
question of the location of the annual 
convention next fall and whether or 
not there should be exhibits. Mr. 
Brown reviewed to the committee the 
wishes expressed by some 40 manu- 
facturers in various parts of the coun- 
try. The expression of these manufac- 
turers was almost unanimous in favor 
of having exhibits with the convention. 

Young’s Pier in Atlantic City is 
becoming increasingly inadequate for 
the electric railway exhibition and a 
sub-committee was, therefore, ap- 
pointed to make a thorough investiga- 
tion as to a more suitable location and 
also to determine whether any improve- 
ment in facilities at Atlantic City may 
be possible. This sub-committee will - 
report back to the main committee at 
the time of the Midyear Meeting in 
Washington. 
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Maintenance 


Overhead Rail for Handling 


Armatures 
By J. G. JEFFERY 


Director of Public Relations Los Angeles 
Railway, Los Angeles, Cal. 
HE use of an overhead rail for 
moving armatures in and out of 
the new preheating and electric bak- 
ing ovens at the shop of the Los 
Angeles Railway is proving a great 
time and labor saver as well as pro- 
viding a more convenient method 
than the use of trucks for rolling 
these armatures about. The over- 
head rail extends for a considerable 
distance in front of the preheating 
oven. Armatures are hoisted to the 
overhead rail and are suspended 
from carriages which travel on the 
rail, which extends entirely through 
the oven. They are preheated for 
12 hours at a temperature of 205 
deg., after which they are pushed out 
the opposite end of the preheating 
oven, which has a semi-circular ex- 
tension of the overhead rail. On 
this end the armatures are dipped in 
insulating varnish. A tray is placed 
underneath to catch the drippings, 
and the armature with the tray at- 
tached is then pushed into the bak- 
ing oven, where it is kept at a tem- 
perature of 195 deg. for 48 hours. 
At present the armatures are 
dipped by lowering them into a sta- 
tionary tank, but the company is 
considering building a tank for the 


Hoisting Armatures to Overhead Rail After Eyebolts Have 


They Are Then 
Pushed Along Rail Into Preheating Oven. 


‘Been Screwed Into Armature Shaft. 


insulating varnish with provision so 
that it can be lifted by an air hoist. 
With this arrangement it will be un- 
necessary to remove the armatures 
from their hooks on the carriages 
for dipping. 

The method used for holding the 
armatures suspended is of interest. 
A hole is bored into the end of the 
armature shaft and tapped out so 
that an eyebolt can be quickly 
screwed into the end of the armature 
shaft which is to be handled. It 
can then be hoisted by the chain 
hoist from the floor or from trucks. 
When raised to the height of the rail 
it is transferred to the carriage, 
which has a hook to fit the eyebolt. 


Top of Floor: 
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Boston 


neglected. The Elevated 
Railway experienced difficulty in 
getting the center plates apart. In 


order to overcome the trouble, it has 
installed oiling pipes as shown in the 
accompanying illustration. These 
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Convenient Method of 


Oiling Center Plates 


T IS extremely difficult to oil 
center plates on most types of 


-car, and as a result the greasing or 


oiling at this point is frequently 


Oiling Device 


are now being used on all of the 
Main Line rapid transit type cars. 
The device consists of a 4-in! 
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wrought-iron pipe, bent to proper 


shape and leading from underneath 


-one of the longitudinal seats to the 


center plate at that end of the car. 


At the Right an Armature Is Being Hoisted from the Dipping Tank. 
Armature at the Left Is Being Pushed Into the Baking Oven 
A Tray Has Been Placed Underneath to Catch the Drippings 
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The lower or center plate end of the 

pipe fits tightly in a hole drilled in 
the center plate. The end under- 
neath the seat is fitted with a stand- 
ard z-in. coupling and with a plug on 
top. When oil is placed in the pipe 
it works its way down to the cored 
chamber in the body of the center 
plate. From this point it passes 
through a small hole to the bearing 
surfaces of both plates. The pres- 
ent method consists of adding oil 
about once each month and the 
installation of these devices has 
antirely eliminated the trouble pre- 
viously experienced. 


Making Controller Seg- 
ments from Flat Stock 


SPECIAL machine designed and 
built by the mechanical depart- 
ment of the Twin City Rapid Transit 
Company enables this company to 
make controller cylinder segments 
for repair work, out of flat bar cop- 


Plat bar stock 
, 
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Controller Segments Are Formed from Flat 
Bar Stock in This Special Machine De- 
veloped by the Twin City Rapid Transit 
Company 

per stock by an automatic and semi- 

continuous process. 

The flat bar copper is fed into the 
machine between a pair of power- 
driven rolls, one of which is knurled, 
so that it grips the stock and forces 
it through. A third roll at the back 
of the machine guides the bar, so as 
to form the segment of a circle. This 
segment can be formed to any de- 
sired radius, within certain limits, by 
adjustment of the position of the 
roll. In the illustration the curved 
strip of copper is shown below, after 
it has passed through the machine. 

An automatic trip stops’ the. ma- 
chine wh-~ *he end of the bar makes 


One piece tip---~. 


Assembly of Bus-Line Jumper Cable Includes Solid Connector Tip 
in Place of the Two-Piece Tip Formerly Used 


contact with it. By setting the trip 
in any desired position, the machine 
is stopped when a predetermined 
length of segment has been rolled. 
The horizontal saw, which is shown 
at the extreme right of the illustra- 
tion, is then operated by the hand 
feed, and cuts the rolled segment off 
to the proper length. Another seg- 
ment is then rolled and the operation 
repeated. 


Improved Bus-Line Jumper 


N IMPROVED bus-line jumper 

connection has been devised at 
the Wheaton shops of the Chicago, 
Aurora & Elgin Railroad. This de- 
sign eliminates the possibility of 
the connection burning away due to 
excessive arcing. The standard type 
of jumper used had a_ two-piece 
threaded contactor receptacle. One 
end was soldered to the jumper cable 
and the other end received the 
spring prong attached to the car. 
Although the object of this type of 
connector is to facilitate the chang- 
ing of this latter part in case it 
becomes badly burned, it has led to 
difficulty, because a trainman in 
breaking the connection is apt to 
give the jumper a twist tending to 


unscrew the receptacle from the 
fastening on the cable end. 

To eliminate the possibility of this 
occurring, a new design of connec- 
tion was perfected. This consists of 
a solid brass piece taking the place 
of the two pieces previously used. 
It is fastened to the cable jumper 
and has sufficient brass between the 
jumper and the connector plug so 
that any heat of arcing will be dis- 
sipated sufficiently to leave the solder 
unharmed. The new brass plug fits 
into the standard insulation provided 
for the two-piece plug, and in every 
way answers the purpose of the two- 
piece plug with the exception of 
ease of renewing the end tip. It is 
found, however, that this one dis- 
advantage is greatly offset by the 
desirability and permanency of the 
connection between the jumper cable 
and the connector tip. 


Collecting Sample Rail Sec- 
tions for Forge Shop 
By J. L. ROGERS 


Forge Shop Foreman Kansas City Railways 
HE forge shop of the Kansas 
City Railways is called on to 

make up various parts for use in 


Stored Conveniently in a Special Rack, These Sample Sections of All 
Kansas City Enable the Forge Shop to Check Track Parts by Fitting 
Them to the Actual Sample Piece of Rail 


Rails In Use in 
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trackwork. Among other things, 
the making of compromise plates 
runs into a considerable volume of 
work. 

As the practice on the system has 
been revised from time to time, 
various forms and sizes of rail sec- 
tions have been used. This has 
made it very important that orders 
for plates be carefully checked in 
order to make sure that they are 
properly made to fit the different 
rail sections. ° 

Short sample lengths of rail are 
maintained in an appropriate rack 
where they are always accessible, 
and are not allowed to leave the 
forge shop. Each piece is known 
by its section number, and when 
forging work such as the making of 
joint plates is to be started for any 

particular section of rail, the work- 
“man can always check with a piece 
of rail of the proper section, to 
make sure no error has been made 
in the selection of the proper die 
before a large quantity of material 
is made up. In addition, any other 
questions regarding the correctness 
of forging work for the track de- 
partment can always be checked by 
fitting to the actual rail sections in 
the shop. 


Rubber Cover Prolongs Life 
of Sand Hose 


OME time ago trouble was ex- 

perienced by the Eastern Massa- 
chusetts Street Railway on account 
of moisture getting into the sand 
boxes of its cars and interfering 
with the proper flow to the rail. 
Wire hose was at that time in use 
for the outlets from the sand boxes. 
In service the wire hose had become 
somewhat damaged and bent, how- 
ever, further interfering with the 


Wire Sand. Hose Has Been Reinforced and , 
Protected by a Rubber Hose on 
the Outside 
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flow of sand. It was then decided to 
slip a piece of rubber hose over the 
wire hose, thus at the same time 
effectually closing the openings 
through which moisture was enter- 
ing and straightening out the pipe. 
This arrangement is shown in an 
accompanying illustration. In the 
photograph the rubber covering has 
been pushed back slightly in order 
better to illustrate the arrangement. 
In reality the rubber and wire hose 
are of the same length. This pro- 
cedure has resulted in making the 
flow of sand more reliable. 


Die for Forming Sand 
Hose Brace 
ANY operations in the forge 


shop lend themselves readily to ~ 


the use of simple dies that effect 
comparatively large savings in time 
and labor. A device of this type is 
represented by the die shown in the 
accompanying illustration, which 
was developed by the mechanical de- 
partment of the Twin City Rapid 
Transit Company for forming sand 
hose braces from round bar stock. 

Two operations are necessary in 
order to form the circular loop at 
right angles to the supporting rod, 
as shown by the completed brace 
lying on the bench in the illustration. 
The first operation consists simply 
of making a right-angle bend in the 
piece. This is done by the vertical 
lever at the front of the die in the 


Fire-Fighting Machine 
Perfected 


40-GAL. portable foam chemical 

engine has been developed which 
uses the principles of operation em- 
ployed by the Foamite system of the 
Foamite-Childs Corporation, Utica, 
N. Y. The new engine has substan- 
tially the same outward appearance 
as the type previously used, but the 
internal construction has been rede- 
signed. With this new meter-type 
engine, a medium pressure is gen- 
erated at the start, which gradually 
decreases during the period of effec- 
tive discharge. The volume of fire- 
foam generated is almost double the 
quantity delivered by the old type en- 
gine from the same quantities of 
chemical solution. In addition, the 
quality of the foam produced is 
superior to that of the old. Exten- 
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This Simple Tool Speeds Up the Work of 
Forming the Sand Hose Brace Shown at 
the Left, from 8-In. Round Bar Stock 


illustration. The condition of the 
piece at the end of this operation is 
shown by the sample. 

After the bend is made the piece is 
set between two rollers, as shown at 
the rear of the illustration. A lever 
having a hook at one end is set over — 
a pin projecting through one of the 
rollers, and by rotating this lever 
in a counter-clockwise direction, the 
piece of work is forced between the 
rollers so as to form the loop on the 
end. This brace is made-of 3-in. 
round stock in one heat. 


sive tests have been made by the 
manufacturer with the new engine, 
and it has been submitted and ap- 
proved by the Underwriters’ Labora- 
tories as effective on both class A 
and class B fires. 


Pressed Steel Forge Hearth 


ONE-PIECE hearth, 24 in. x 36 

in., constructed of heavy gage 
pressed metal, has been brought out 
by the Buffalo Forge Company, 
Buffalo, N. Y., for its standard line 
of forges. This new pressed metal 
hearth takes the place of the cast- 
iron construction previously used. 
Advantages claimed for the pressed 
steel hearth are elimination of rust, 
decreased weight and improved 
appearance. Breakages of the cast- 
iron type, which occurred frequently, 
cannot occur with the new construc- 
tion. 


————— ae 
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_ The News of the Industry 


Necessity for P. R. T. Revaluation 
Up to Expert 


The Pennsylvania Public Service 
Commission, at its meeting in Harris- 
burg, on Nov. 17, formally requested 
Milo .R. Maltbie,-publie utility expert, 
to determine whether a revaluation of 
the Philadelphia. Rapid Transit Com- 
pany property was necessary. The com- 
mission decided that upon his decision 
would rest the question of reopening 
the revaluation proceedings. Mr. Malt- 
bie said he would review the testimony 
in the former valuation case as well as 
a number of other questions involved, 
and added that his conclusions would be 
ready for the commission “sooner than 
many expected.” 

Following the meeting the commis- 
sioners made it clear that the inquiry 
by Mr. Maltbie would in no way inter- 
fere with the hearings in the P. R. T. 
higher fare case. They indicated that 
they would be ready to go on with hear- 
ings relative to the advisability of con- 
tinuing the “temporary” 8-cent fare 
order which they recently issued when 
the Superior Court hands down its de- 
cision on an appeal taken by the city. 

The question of the valuation was 
reopened by the recent opinion of 
Attorney-General Woodruff, who held 
that a real valuation of the P. R. T. 
property did not exist. In that state- 
ment he quoted an opinion of the Su- 
preme Court, which stated ‘that ‘an 
indeterminate valuation” was not an 
effective or legal valuation. This 
opinion written recently by Attorney- 
General Woodruff to W. D. B. Ainey, 
chairman of the Pennsylvania Public 
Service Commission, stated that the 
commission might legally make an in- 
vestigation which would enable it to de- 
termine whether the valuation of the 
Philadelphia Rapid Transit Company 
property was necessary and proper in 
connection with the pending 8-cent fare 
case. The opinion did not specifically 
direct the commission to begin the work 
of valuation, but it practically indicated 
that the work could be undertaken. The 
document was written in reply to three 
brief questions of law submitted by 
Commissioner Ainey on-Oct. 27-and 
suggested by Governor Pinchot. 


Court Instructs Kansas City Rail- 
ways to Submit Bus Plan 


Judge Stone of the federal court at 
Kansas City, Mo., on Nov. 18 adjourned 
to Dec. 2 the final hearing as to the 
installation of bus service by the re- 
ceivers of the Kansas City Railways. 
The receivers were instructed to hear 
all interested parties, including the. civic 

bodies, and to prepare a renort for sub- 
mission on Dec. 2 embodying recom- 
mendations as to routes, type of equip- 
ment and investment required for bus 
Service. The receivers have announced 
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public hearings at the railway head- 
quarters each day until Noy. 25. 
Various interests, including attorneys 
and others representing creditors, at- 
tended the hearing on Nov. 18. They 
agreed to the general proposition that 
the installation of bus service by the 
receivers was necessary to protect the 
property from competition. These in- 
terests, however, reserved final consent 
until the extent of the installation and 
the amount of receivers’ funds that 
would be used could be definitely ascer- 
tained. Meanwhile a decision is ex- 


pected from Judge Van Valkenburgh of 


the federal court responsive to a peti- 
tion by the receivers for an injunction 
against Moore and others operating a 
bus line in alleged violation of ordi- 
nances of Kansas City, Mo. 

On Nov. 17 Judge Stone definitely in- 
structed Prof. Harry Earl Riggs to pro- 
ceed with the valuation of the property. 
Attorneys and others interested were 
heard, but no objection was raised ex- 
cept a general one from the attorney for 
personal injury claimants. He said he 
was opposed to any proceeding. that 
might tend to delay a final settlement 
with his clients. 


Proposes Extension of Public Control 


Chairman of the Boston Trustees Urges Ten Years More Under the 
Present Arrangement—Other Suggestions Offered at Meeting 
Include “Customer Ownership” and Restoration of Five-Cent 
Fare, with Public Taxed for Deficit 


AMES F. JACKSON, chairman 

board of public trustees of the Boston 
Elevated Railway, proposes an exten- 
sion of the time of public control of 
that company. He is of the opinion 
that the property will never be turned 
back to the stockholders, but that it 
will go from public control to public 
ownership. 

Many other suggestions, were made 
by various speakers before the members 
of the special legislative recess com- 
mittee at a hearing held during the 
week ended Nov. 15. Some speakers 
suggested “customer ownership,” others 
that the equipment should be privately 
owned but the structure should be 
owned by the public; there were sug- 
gestions that the 5-cent fare should be 
restored and the public taxed for the 
deficit, and that there should be more 
economy in-the use of tickets. 

The legislative committee is required 
to report on Dec. 15 what additional 
legislation ought to be enacted next 
year regarding the Boston Elevated. 

A statement of the imperative needs 
for capital expenditures to improve the 
service of the railway was recently sub- 
mitted to the committee by the trustees. 
It covered the completion of general 
repair shops at Everett, improved 
facilities at carhouses in Medford, in 
Arlington, in Brookline, and at Lotus 
place and City Point in Boston, addi- 
tional boiler equipment at South Bos- 
ton to make available the full capacity 
ef that plant, underground conduits re- 
quired by law, purchase of additional 
cars, lengthening of platforms at ele- 
vated stations, track betterments and 
miscellaneous additional tools and ap- 
pliances, all aggregating $24,500,000. 
It was said at that time this program 
of improvement ought to be inaugu- 
rated at once and completed within 
ten years. It was pointed out that they 
mean practical economies, elimination 


of waste and safer and better accom- 
modation for the riding public. 

In his plea Mr. Jackson said that 
each item in that statement has since 
been re-examined for the purpose of 
making it conservative to the last de- 
gvee. That examination led him to 
believe that the aggregate outlay can 
be reduced from $24,000,000 to $20,- 
090,000, to be expended from time to 
time for purposes named by the Legis- 
lature and specifically supervised by 
the Department of Public Utilities. 
Mr. Jackson said: 


As the state policy prohibits the issue 
of stock at less than par value and pro- 
hibits the issue of bonds in excess of out- 
standing capital stock with premiums paid 
upon it, the trustees are facing and have 
faced during the past year an impassable 
barrier to the proper performance of their 
official duty, 4 

They therefore presented the situation 
to the Legislature, assuming that the Com- 
monwealth in undertaking a trial of public 
control must have had in mind a genuine 
and satisfying test of the ability of pub- 
lic management to accomplish better re- 
sults than private management is likely 
to secure in the conduct. of this metro- 
politan service. They believe that no such 
test is possible without available capital 
for the purposes which have been named. 

The public control act informs’ investors 
that at the end of the ten contract years 
or at any time thereafter the Legislature 
may end this lease and return the railway 
to the lessee. It makes it plain, too, that 
after the ten years have expired the Leg- 
islature only can terminate public control. 
They may feel very sure that public con- 
trol will continue indefinitely, but they 
realize the fact that there is always the 
chance that this expectation. may not be 
realized; uncertainty prevents investment. 
To meet the situation the trustees have 
suggested the advisability of determining 
at this time whether or not public control 
under this lease between the State and 
the company is to continue beyond 1928. 
In doing this they have refrained from 
expression of opinion as to what the deci- 
sion upon this fundamental question should 
be, believing it a legislative question and 
one upon which they should not be heard. 
Certain questions, however, have been asked 
which I desire to answer. 


Mr. Jackson further said he thought 
the trustees agreed that if the present 
experiment in public control is to be 
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given a full test there should be legis- 
lation to extend the period of ten years 
named in the act with preservation of 
the right of the State to take over the 
property at any time, with appoint- 
ment of trustees by the Governor for 
the same term of office, one member 
to go out of office every two years 
and to be ineligible for reappointment, 
and with generally the provisions for 
administration of affairs that are now 
found in the public control act. 

He also said that the trustees agreed 
in the belief that this property will 
never be returned to stockholders; that 
any change from public control will be 
to full public ownership. 


Bus Proposal Revived for 
Cleveland Railway 


Legislation designed to have the 
Cleveland Railway establish three bus 
lines in Cleveland, Ohio, has been in- 
troduced into the Cleveland City Coun- 
cil by Councilman Fielder Sanders, 
former city street railway commis- 
sioner. 

Under this legislation the Clevelana 
Railway would operate three lines, one 
from the extreme east end of the city 
to the Public Square and two other 
feeder lines in the suburbs. The type 
of bus used would be that of the Fifth 
Avenue double-deck variety. A 10-cent 
cash fare would be charged with 
j-cent transfer charge from the buses 
to the street cars, and a 4-cent trans- 
fer charge from the street cars to the 
buses. 

It is hardly likely that the Cleveland 
City Council will act on the legislation 
until the State Supreme Court has de- 
cided the question of whether the Ohio 
Public Utilities Commission or the 
Cleveland City Council has the right to 
grant bus franchises and regulate bus 
operation in Cleveland. 

A decision from the State Utilities 
Commission on the application of the 
Cleveland Railway to run buses in 
Cleveland under the jurisdiction of the 
State Commission is expected soon. If 
this decision takes away the right of 
the Cleveland City Council to regulate 
buses in Cleveland, the case will be 
appealed to the State Supreme Court. 

C. M. Ballou, City Street Railway 
Commissioner, has recommended bus 
operation in Cleveland as “feeder” lines 
to the main arteries of the Cleveland 
Railway. In his report to the Council 
Mr. Ballou said that it is hardly nec- 
essary to restate the principle that in 
any community such as Cleveland all 
local transportation should be operated 
under one management. 

Officials of the Cleveland Railway 
have expressed their willingness to 
undertake bus operation or extensions 
of the company’s present system if 
the City Council will devise some 
means of financing expansion by the 
company. Under the present service- 
at-cost grant the Cleveland Railway is 
not permitted to sell stock except at 
par to obtain new capital. The com- 
pany’s stock is quoted in the local mar- 
ket at about $86 a share, a price which 
would make it prohibitive for the com- 
pany to finance a program of extensions 
or expansion. 

The company has asked the City 
Council to allow it an additional 2 


cents a car-mile for operation, so as to 
bring the allowance for operation up 
to 28 cents a car-mile. If the Council 
does this it will increase the company’s 
operating allowances approximately 
$700,000 a year. 


Municipal Subway 
Suggested 


Mayor Hylan of New York City Makes 
More Promises—Transit Commis- 
sion and Mayor Still at It 


The Board of Transportation of New 
York City, of which John H. Delaney 
is chairman, hopes within a few weeks 
to haye ready for public consideration 
plans for Mayor Hylan’s project of an 
independent municipally owned and 
operated subway system. Announce- 
ment to this effect was made on Nov, 18. 

An important feature of these plans 


djs that the trunk line of the system 


in Manhattan leading to Washington 
Heights is to be under Sixth Avenue 
and not under Eighth Avenue, as the 
Transit Commission had decided. , 

In undertaking to drive this new sub- 
way under Sixth Avenue, it was said, 
the Board of Transportation has found 
it necessary to effect some arrangement 
with the Hudson-Manhattan Railroad, 
whose tubes run under that thorough- 
fare between Ninth and Thirty-third 
Streets. The arrangement, it is be- 
lieved, provides either for the virtual 
forfeiture of the franchise of the Hud- 
son tubes uptown extension of one mile 
and a quarter or, as is thought to be 
more probable, embodies a joint traffic 
agreement under which some com- 
promise may be effected looking to 
utilization of the level now used by the 
Hudson tubes by the new municipal 
subway also. 

State Transit Commissioner Hark- 
ness says that a separate municipally 
owned and operated subway system, 
such as Mayor Hylan proposes, would 
mean three systems instead of two as 
there are today, and instead of one as 
there should be. He says it would also 
mean a triple fare instead of a double 
fare as there is today and a single 
fare as there should be. Further, Mr. 
Harkness said: 

Yet Mayor Hylan attempts to pose as a 
champion of the 5-cent fare. What the 
city needs to catch up for Mayor Hylan’s 
long delay in subway construction is to 
build new lines as rapidly as possible and 
to build them so as to use every existing 
agency of transportation to the utmost. 
Expressing it in another way, the Transit 
Commission’s plan of combination and con- 
solidation will get in terms of added serv- 
ice about $1.50 for every dollar spent while 
Mayor Hylan’s plan for a new independent 
system will get about 50 cents for each 
dollar spent, 

In this connection it is interesting to 
note that the Transit Commission has 
recently made public the following 
chronological table of the more impor- 
tant moves made by it looking toward 
action by the city to secure adequate 
transit relief: 


Commission promulgates new 


SUDIWRY POUTER GE os sis ee ae te os May 15, 1922 
Adopts Brooklyn Crosstown 
FROUTOM ere veer tae ole toe fa ocdes Aug. 30, 1922 


Adopts first Central Park West : 
FROULORMmraeee Sereeat cities sos cook Oct. 3, 1922 


Route ..... hao 6 0 ED Nee Oct. 3, 1922 
Adopts St. Nicholas Avenue 

extension of first Central 

Park) Weésterroute: .2.8 60s: Oct. 6, 1922 


Board of Estimate rejects ia 
Crosstown “Route... 2 fe Novy. 10, 1922 
Board of Estimate rejects : 


other three rdutes.......... Nov. 9, 19227 
Commission adopts six routes 
* comprising proposed Highth 


Avenue-Amsterdam Avenue 
BOING 06 Steins: sec oe nee a Nov. 28, 1922 
Board of Estimate rejects 


above six mentioned routes Dec. 22. 1922 
Commission resubmits altered 

Brooklyn Crosstown and 

Washington Heights Routes.May 15,1923 — 
Board of Estimate considers 

routes at public hearing, 

and joint conference com- - 

mittee of Commission and 

Board of Hstimate author- 

IZE0. aye ie Ei Sane Oe June 2,1923 
Joint conferences held. .June and Juty, 1923 
Main portions of Washington Pe \ 

Heights and Brooklyn Cross-° -. 

town Lines approved by 3!) 

Board of Estimate at spe-., 

cial mestingi.....c%icmteeae tAug. 3, 1923 
Long Island City portion of 

Crosstown Line approved by 

Board of Estimate ........ Aug. 17, 1923 
Transit Commission has engi- 

neers prepare subway plans; 

and joint conferences con- 

tinue between Board and 

Commission....... Aug. to Dec. 31, 1923 
Chairman McAneny announces 

Board of Estimate and Com- 

mission substantially in full 

accord on Brooklyn Cross- 

town and Washington 

Heights Routes) scene Jan. 1, 1924 


new subways, continued by 

Transit Commission...Jan. to June, 1924 
Board of Estimate takes def- { 

inite_stand rejecting all work 

of Transit Commission on 

Washington Heights and 

Brooklyn Crosstown Lines. .June 7, 1924 
All construction powers trans- 

ferred to Board of Transpor- 

Eation ys... cet denen July 1, 1924 

On Nov. 14 Chairman McAneny of the 
Transit Commission received fromthe 
secretary of the Board of Estimate a 
copy of the’ amended draft of the 
Mayor’s “charges” against the Transit 
Commission, referred to in a resolution 
of the board adopted Oct. 24. It will 
be recalled that Mr. McAneny had 
warned the Mayor that he would be 
held accountable for libelous state- 
ments. In the revised version the ami- 
able charge of homicide, which the 
Mayor first made against the members — 
of the Transit Commission, and which, 
until challenged, he seemed quite will- 
ing to employ as a part of his political | 
campaigning, has disappeared, along . 
with other libelous things. The state- 
ments that remain relate almost wholly — 
to subjects that are matters of record. 
The Transit Commission will now lay 
before the Governor, without expurga- . 
tion, the complete record of what has 
occurred in its three years’ effort to 
give the people of New York City 
transit relief. : 

While all this has been going on 
G. M. Dahl, chairman of the board of 
the Brooklyn-Manhattan Transit Com- 
pany, has issued under his own name a 
volume of 117 pages entitled “Transit 
Truths.” Mr. Dahl has taken for his 
text “Truth Is Mightier Than Abuse.” 
Mr. Dahl has spread before the public 
the complete record of the attitude of 
his company with respect to transit 
matters. There is a 9-page index to 
make reference to any particular sub- 
Ject easy. There are maps and plates — 
and ads. If any doubt still remains 
with any member of the public in re- 
gard to where Mr. Dahl’s company 
stands it is due to the fact that the 
doubter either has not got a copy of 
the book or cannot. understand a situa- 
tion such as that with which Mr. Dahl 
deals even when the matter has-been 
reduced to its simplest terms. 
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ectric Railway Exonerated for 
hicago Grade Crossing Accident 


Complete exoneration for the Chicago 
urface Lines was contained in a coro- 
ey’s jury report on the collision of a 
reet car and a switch train recently 
. which 10 lives were lost. The case 
as made an issue in Chicago over the 
rade crossing peril and interlocking 
vices were studied by the jurors. 

The accident occurred just after mid- 
ght of the night of Nov. 1, when the 
reet car, heavily laden with passen- 
srs, was struck near an unlighted cut 
7 a coal car at the end of a train of 
» cars pushed by two locomotives. 
Inquiry revealed that safety gates 
ross North Avenue were down when 
ie street car stopped. A _ crippled 
vitechman, later found to be of sub- 
rmal mentality, was on the job. When 
e gates went up several autos passed 
ie car and proceeded across the track. 
hese drivers saw nothing approaching 
1 the railroad, and they recalled that 
ie conductor of the street car had 
alked across the crossing, looked both 
ays and signaled the motorman to 
yme on. Midway of the crossing and 
ithout any warning the train hit 
ie car. 

The jurors unreservedly censured offi- 
als of the Chicago, Milwaukee & St. 
aul Railroad and ordered that three 
nployees, a brakeman, the yardmaster 
id the assistant superintendent of ter- 
inals be held to the grand jury for 
anslaughter. 

Former Governor Edward F. Dunne 
as one of the jurors and the others 
ere Chief Justice Harry Olson of the 
unicipal Court, Henry Barrett Cham- 
rlain, superintendent of the Chicago 
rime Commission; County Clerk 
obert M. Sweitzer, John Terborgh, 
ce-president of the Foreman National 
unk and a capitalist, and Robert Hitel, 
oprietor of the Bismarck Hotel. 

The verdict was rendered on Novy. 11. 


Wage Fight in Dayton 


Officials and employees of the Day- 
n Street Railway and the People’s 
ilway of Dayton, Ohio, are in the 
dst of a wage tangle the present 
atus of which is a deadlock by both 
les maintaining their original posi- 
ms. One of the companies in a 
lletin issued recently announced that 
ither the financial condition nor eco- 
mie conditions in general war- 
nted an increase in wages; that with 
zard to the signing of a contract it 
fused as it always had to operate “a 
sed shop” but that it was willing 
all times to discuss working condi- 
ns with its employees. The bulletin 
is in reply to the submission by the 
iployees of a union agreement calling 
> “a closed shop” and asking for an 
rease in wages of 20 cents an hour 
36 per cent. The present scale is 55 
its. The men also sought time and 
half for overtime. The advance if 
anted would mean an increase in the 
yroll of the Dayton Street Railway 
more than $30,000 a year and the 
ople’s Railway of $90,000. Reports 
strike votes were made, and the 
npany officials stated that the aid 
the city would be sought in run- 
ig the cars. Messrs. Keyes and 
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Powell, officials of the Dayton Street 
Railway and the People’s Railway re- 
spectively, announced recently that 
there was no change in their attitude, 
that the increased wages could not be 
granted, but that they would meet with 
the representatives of the men. 


Newspaper Campaign Active in 
Twin Cities 

In addition to the card service on the 
cars the Twin City Rapid Transit Com- 
pany is carrying on extensive adver- 
tising campaigns in the Twin Cities 
newspapers. The advertisements give 
some information on fares collected in 
various cities of the country and some 
important statistics on car riding in 
Minneapolis and St. Paul. Some his- 
torical facts on transportation progress 
in the Twin Cities are recorded. The 
company states that the passenger rev- 


“4 THEI4 HOUR x 
b SERVICE! 


Most of us think of “rush hours” when 
we thinh of street car service. We see car 
after car unload in the loop each morning. 
In the evening the human tide flows out- 
ward to home and fireside. 


“The street car company must be coin- 
ing money” is the way the “rush hour” car 
rider may expfess his conclusions to his 
friend. He forgets that street car wheels 
are never idle, operation being continuous 
24 hours a day, 


During these hours many trips are neces- 
sary when there are but few to ride, yet the 
service is maintained—rain, snow or shine: 
If it were only necessary to operate cars 
when there were loads to carry—passen- 
gers could be carried at small expense. 

Car riders do not want that kind of ser- 
vice. They want adequate service in the 
fullest sense of the word. We are eth 
every effort to give you the 
gervice that you want—but 
the price must equal the cost. 


One of the Recent Minneapolis Ads 


enue has fallen off considerably and 
that a higher fare will be the result if 
service and equipment are to be main- 
tained to the standard of the com- 
munity served. In urging its patrons 
to ride the cars regularly the company 
promises a continuation of good man- 
agement and co-operation. 


Boston & Maine to Run Buses 


The Boston & Maine Railroad has 
definitely decided to go into the motor 
truck and passenger bus business. For 
that purpose it has organized the Bos- 
ton & Maine Transportation Company 
with a capital stock of $100,000. James 
H. Hustis, president, has issued an 
explanatory statement. 

There is no intention of running buses 
or trucks in .competition with steam 
trains, but the company does believe 
there is a legitimate field for buses and 
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trucks as an auxiliary to steam service 
on some of its lines. and in place of 
steam service on other lines. A thor- 
ough study is being made of all branch 
lines of the Boston & Maine system. 
It is the opinion of the management 
that the results of this study will prove 
that on many lines buses and trucks 
can be used to the advantage both of 
the public and the railroad. 

This activity on the part of the com- 
pany was referred to in the ELECTRIC 
RAILWAY JOURNAL for Noy. 8, page 
819. Included in the system of the 
Boston & Maine Railroad are several 
electric railway properties. 


Nine-Cent Fare in Poughkeepsie 


The Public Service Commission on 
Noy. 14 authorized the Poughkeepsie 
& Wappingers Falls Electric Railway, 
Poughkeepsie, N. Y., to charge a 9-cent 
fare in each of its operating zones in 
Poughkeepsie and nearby territory 
until June 1, 1925. At that time the 
order may be reopened upon applica- 
tion for a review as to operating 
results of the company for 1924, in- 
cluding a six months’ period under a 
9-cent fare, and for whatever determi- 
nation may then be deemed necessary. 
An 8-cent fare is now charged in all 
of the three operating zones. Under 
the application of the company de- 
cided on Noy. 14 it had asked for the 
right to charge a 10-cent fare. The 
fare increase becomes effective on one 
day’s notice. 


New Electric Line Projected 
in Indiana 


A new electric railroad to cost 
$5,000,000 is planned for southern In- 
diana. This electric line will provide an 
important traffic connection between the 
Chicago, Milwaukee & St. Paul and the 
Southern Railway. It will be primarily 
a freight-handling road and will tap 
some of the coal and oil producing sec- 
tions of southern Indiana and extend 
across the Ohio River to Kentucky. 

It is reported that the road will have 
terminals at Owensboro, Ky., and 
Elnora, Ind. It will pass through 
Rockport, Midway, Tennyson, Mont- 
gomery and other places. At Elnora 
connection will be made with the Chi- 
cago, Milwaukee & St. Paul, while at 
Tennyson a similar connection will be 
made with the Southern Railway Sys- 
tem. 

The new project has been submitted 
to the Interstate Commerce Commission 
for approval. 

In steam railroad cireles in Chicago 
nothing tangible could be learned about 
the project. According to newspaper 
reports, the new road is to be financed 
by British capital. It is said that the 
project has been under consideration 
since 1915, but that due to the war and 
the high cost of materials immediately 
following the war, the actual construc- 
tion was deferred until the present 
time. 

No definite date has been set for con- 
struction work to start, although the 
necessary funds are said to be on de- 
posit and the right-of-way options ob- 
tained through the various counties for 
the entire length of the road. 
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Illinois Central Contracts for 
Electric Power 


A 10-year agreement has been made 
by the Illinois Central Railroad with 
the Commonwealth Edison Company for 
supplying electricity to the railroad 
within the Chicago terminal district. 
This contract provides for optional ex- 
tension to 1947. Under the terms of 
the agreement, the Commonwealth Hdi- 
son Company will deliver for traction 
purposes 1,500 volts d.c. at the railroad 
right-of-way. The supply is to be 
available to the railroad by the begin- 
ning of the summer of 1926. It will be 
used for the operation of the Illinois 
Central suburban service. 

Electrification of the company’s 
right-of-way will extend as far as Mat- 
teson on the main line and will also in- 
clude the South Chicago and Blue Is- 
land branches. Under the terms of the 
agreement, the Commonwealth Edison 
Company will build, maintain and op- 
erate seven substations located along 
the right-of-way. The agreement also 
provides for the installation in these 
substations of control equipment for the 
automatic signal system of the com- 
pany and also for providing electricity 
for lighting the small suburban stations 
and the new central terminal station. 
Further particulars of this arrangement 
will be published later. 

E. W. Lloyd, general contract agent 
of the Commonwealth Edison Company, 
acted for the company in making the 
agreement. He said: 

The acquisition of this business by the 
Commonwealth Edison Company means a 
further step in super-power development in 
this area. This development, over a long 
period of years, which has made possible 
the selling of energy in large quantities to 


railways, means a marked advance toward 
the electrification of all railroad terminals. 


End of Southern California 
Power Shortage in Sight 


The normal California winter rain- 
fall has set in unusually early. This 
breaks up an exceptionally prolonged 
drought. It is believed now that the 
power shortage, especially the shortage 
in hydro-electrically produced power, 
suffered in the State of California for 
the past five months will soon be elimi- 
nated. The Railroad Commission took 
charge on July 1 of the power shortage 
matter, instituting a vigorous electric 
power-saving campaign by ordering re- 
duction of power consumption by all 
classes of users. Electric railway cars 
and industries generally are still cur- 
tailed approximately 20 per cent. 

It is announced that the skip-stop 
system on the car lines in Los Angeles 
and other neighboring cities where local 
car lines are operated will be lifted 
and normal operation resumed Dee. 15. 
The Los Angeles Board of Public 
Utilities, in co-operation with the Cali- 
fornia State Railroad Commission, or- 
dered the curtailment of service. 


Mr. Blair Discusses Co-ordination 
at Chicago 


Henry <A. Blair, submitting to a 
cross-questioning by members of the 
City Council on his offer to co-ordinate 
the Chicago Surface Lines with the 
elevated lines and a city-built subway, 
said there is no hope for Western utili- 
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ties to attract money for legitimate in- 
vestment as long as certain states ad- 
here to short-term franchises. 

Mr. Blair was accompanied by Leon- 
ard A. Busby, president of the south 
side lines, which are part of the Sur- 
face Lines. He said that his company 
would not yield a dollar from the price 
set of $162,000,000, the capital account 
value. Mr. Blair said: 

Why, we put $70,000,000 into the lines 
in a six-year period and $106,000,000 in a 
ten-year period since the 1907 ordinance. 
That’s more than we are asking you to pay. 

Mr. Busby backed up Mr. Blair’s co- 
ordination plan and said he had sub- 
mitted a separate offer for a partial 
sale only to help the city to see the pos- 
sibilities in case the co-ordination fails. 

The Aldermen also have before them 
an ordinance providing for universal 
transfers between elevated and surface 
cars and for the establishment of a 
transportation board similar to New 
York’s. 


Bus Rights Sought in Toledo 


A company headed by New York 
financial interests has applied to the 
Ohio Public Utilities Commission for 
permission to establish bus lines in 
Toledo. The incorporators of the new 
company, to be known as the Toledo 
Peoples Motor Bus Company, are: A. 
G. Gorley, R. W. Schumaker and J. L. 
Rhinock, New York, and John W. 
Winn, Jr., and George R. Effler, the two 
latter being associated with the law 
firm of Marshall & Fraser, Spitzer 
Building. 

In its application the company speci- 
fies 12 different routes. The applica- 
tion names two types of buses to be 
used, one being of the double-deck type 
and the other single deck. The num- 
ber of vehicles to be installed has not 
been announced. 

City Law Director Dotson said: 

We will resist with all the facilities at 
our command the injection into the situa- 
tion of bus competition. 

President Ben Adams of the Toledo 
Traction, Light & Power Company 
said: 

The traction company handles 50,000,000 
passengers a year. The only way we can 
continue to improve our system and expand 
and prepare for lower fares is to operate 
without competition. 

The company plans to charge a 10- 
cent fare with universal transfer if it 
is permitted to operate. 


Hearing Before I.C.C. on 
112-Mile Line 


A hearing was held on Nov. 5 at 
Augusta, Me., before Examiner Haskell 
C. Davis of the Interstate Commerce 
Commission and the Maine Public Utili- 
ties Commission on the application of 
the Quebec Extension Railway asking 
for a certificate of public convenience 
and necessity authorizing it to con- 
struct a new line of electric railway 
from a connection with the Aroostook 
Valley Railroad at Washburn, Me., to 
the west line of the State of Maine, 
in Aroostook County, a distance of 112 
miles. The proposed new line will be 
situated entirely in the County of 
Aroostook and will connect with the 
Bangor & Aroostook Railroad at Port- 
age and with the Quebec Central 
Railroad at the west boundary of the 
State. 
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Blame Fixed for International 
Railway Wreck 


Responsibility has been fixed by the 
Interstate Commerce Commission for 
the rear-end collision between two 
three-car trains on the Buffalo-Niagara 
Falls high-speed line of the Interna- 
tional Railway at Ellicott Creek cross- 
ing on Oct. 19, when four passengers 
were killed and many injured. The 
accident is ascribed as being due to 
lack of automatic block signals, ab- 


/ sence of an adequate automatic train 


control device and failure of the mo- 
torman of. the second train to main- 
tain a proper lookout. These rea- 
sons are contained in the report of 
W. P. Borland, director of safety of 
the Interstate Commerce Commissicn, 
who investigated the accident in con- 
junction with inspectors of the New 
York State Public Service Commission. 

The commission also criticised oper- 
ating conditions on the Buffalo-Niagara 
Falls high-speed line with respect to the 
length of the intervals allowed betweer 
trains. 

The report of the commission founc¢ 
no neglect on the part of members of 
the crew of the first train to send back 
flagmen to warn the second section that 
the first train was standing still nea 
the bridge over Ellicott Creek. 

According to the report of the com 
mission, the motorman of the first sec 
tion saw the onrushing second sectior 
nearing the rear end of his train. H 
started at once to run toward the heac 
of his own train with the view of mov 
ing it out of the way, if possible. A 
the point of the accident the motors o 
the second train were turning over a 
the rate of 55 m.p.h. The commissio! 
found, however, the brakes had bee 
set and were in good working ordet 
The commission says the motorman 0 
the second section had a clear vie 
1,500 ft. ahead, but did not attempt t 
bring his train to a stop until h 
reached the flagman 300 ft. behind th 
rear of the standing section. When h 
saw a collision was inevitable, he opene 
the door from the vestibule into th 
car and yelled to the passengers t 
move back into the train. 


Phoenix Insists on Making Tes' 
Case of Paving Issue 


The test case of the Phcenix Railwa 
of Arizona against the revoking of it 
franchise by the city has been referre 
by the United States District Cou 
back to the state court. Followin 
passage of the ordinance last sprin 
revoking the franchise, the test cas 
was taken to the state court, but the 
the railway sought intervention of ; 
U. S. Disrict Court, Judge Fred 
Jacobs of the district court has now di 
cided it was not within the jurisdictic 
of that court, and remanded it back 1 
the state court. 

The revoking of the franchise is 


upon the initiation of Mayor Louis 
Whitney. It was charged by the cit 
that the company had failed to Ib 
up to the conditions of its franchi: 
particularly with respect to carryi 
out paving work. The controversy 
the subject of an editorial in the i 
of the ELECTRIC RAILWAY JOURNAL 
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Buses Compete with Railway 
in Hammond 


Independent bus service was started 
n Nov. 2 in Hammond, Ind., by the 
cently organized Calumet Motor 
oach Company. Sixteen Yellow buses 
f the street-car type operate over six 
mutes paralleling the lines of the Ham- 
iond, Whiting & East Chicago Rail- 
ay and the local bus routes of the 
ary Street Railway. Both railways 
iwnish interurban as well as local serv- 
e. One connects with the Chicago 
urface Lines and the other operates to 
ary. It was to feed the interurban 
at the Gary Street Railway started 
is service some time ago at the Ham- 
ond end of its line. These routes do 
xt compete with the local service of 
ie other railway. 
Even with this seemingly adequate 
rvice for a city of 45,000, jitneys 
ere permitted to operate very much 
; they pleased. After experiencing a 
sar of this competition, the Hammond, 
Thiting & East Chicago Railway asked 
ie Board of Public Works for permits 
'run 10 buses to supplement the rail- 
ay. It also agreed to add 10 double- 
uck, one-man cars and_ otherwise 
aprove service at a cost of $250,000. 
ecording to C. E. Lawrence, local man- 
rer of the railway, this proposal was 
t heard by the Board of Public Works. 
Recently a bus franchise was issued 
Harold Miner, formerly a chiroprac- 
2 in Hammond. The granting of the 
anchise was followed quickly by the 
ganization of the Calumet Motor 
gach Company and the appearance of 
) new city-type buses. Sixteen of 
ese are used for a regular schedule 
id are manned by trained, uniformed 
ivers, directed by a transportation 
pervisor. According to the local rail- 
ay people, the source of the financial 
cking was not divulged at the hear- 
gs before the City Council. 
Simultaneously with the granting of 
e bus franchise, the City Council 
ssed an ordinance ruling the jitneys 
‘the streets. Jitney men who operate 
taxicabs with meters on their vehi- 
2s are being arrested. 
After a week of experience under the 
Ww conditions it appears that the 
mination of the jitneys may partially 
set the new competition offered by 
e buses. During this past week the 
feet cars carried more passengers 
an during a corresponding period be- 
re jitneys were removed. 


Property Owners Protest Sug- 
gested Removal of Tracks 


Voluntary protests have been lodged 

property owners, merchants and 
out 200 individuals against the sug- 
stion made some time ago by Mayor 
lan of New York regarding the like- 
ood of eventually removing street 
‘s from both Forty-second Street and 
ith Street, in which the Third Ave- 
e Railway operates. S. W. Huff, 
ssident of the Third Avenue Rail- 
y, has also recently taken issue 
th the Mayor on the matter. Mr. 
ff went into the general subject at 
siderable detail. In referring more 
cifically to the case of his own 
npany Mr. Huff said that not only 
uld it be impossible to substitute 


_ Motor 
~ Board of Park Commissioners for per- 


buses to carry the present. trolley 
loads, but that anything like an ap- 
proximate bus capacity to achieve that 
result would congest traffic in im- 
portant thoroughfares immeasurably 
beyond any congestion that the city 
has yet known. On the 125th Street 
line alone 20,000 bus trips a day would 
be needed to carry the traffic. A similar 
situation would result on Forty-second 
Street, Mr. Huff said. 


News Notes 


Railway Man Helps Fill Community 
Chest.—In a Community Chest Cam- 
paign in Nashville, Tenn., closed on 
Nov. 3, to raise $225,000 for 30 welfare 
agencies the Nashville Railway & Light 
Company ranked highest as a single 
contributor. It donated $6,000 to the 
cause. Twenty-one departments of the 
company also ranked highest, giving 
100 per cent for employee subscriptions. 
The campaign was under the direction 
of J. P. W. Brown, general superin- 
tendent of the company, who was. pub- 
licity director and general chairman 
and to whom due credit should be given 
for its success. The $225,000 sought to 
be raised was oversubscribed to the 
amount of $17,580, with 32,360 sub- 
scribers. The company assisted in the 
campaign by advertising on each of its 
cars the need for the success of the 
campaign. 

Helena Company Would Increase 
Fares. — Application of the Helena 
Light & Railway Company, Helena, 
Mont., for authority to increase the 
price of railway tickets from four for 
25 cents to three for 25 cents and to 
charge 4 cents for school children’s 
tickets instead of the present 3 cents, 
was heard on Nov. 6 by the State 
Public Service Commission. The com- 
mission also is asked by the company 
to annul the bonus provision in the 
company’s city franchise. 


Feeder Bus Lines Authorized.— 
Operation of feeder bus lines in the 
northern section of Indianapolis, Ind., 
by the Indianapolis Street Railway has 
been authorized by Mayor Lew Shank. 
Citizens of the district complained 
some weeks ago that they were not 
receiving adequate transportation fa- 
cilities on the city lines after A. Smith 
Bowman, representing the People’s 
Coach Company, asked the 


mission to operate bus lines on a pre- 
ferred street in order to reach the dis- 
trict. Mayor Shank, however suggested 
at that time that the railway be given 
the privilege of operating feeder lines, 
which Robert I. Todd, president of the 
car company, said would be done. The 
buses will be purchased shortly. 


In the Interest of Safety. — The 
Fourth Annual Foreman’s_ School, 
which is a free course of lectures on 
industrial safety offered by the Massa- 
chusetts Safety Council, was started on 
Nov. 18 and will continue to Jan. 20 on 
each Tuesday evening at the Audito- 
rium, 197 Clarendon Street, Boston. 
Edward Dana, general manager of the 
Boston Elevated Railway and a vice- 


president of the Massachusetts Safety 
Council, will act as chairman of the 
session scheduled for Dec. 2 and the 
speaker for that evening will be Cyrus 
S. Ching, director of personnel United 
States Rubber Company, New York. 
His subject will be “Organizing the 
Plant Safety Committees.” 


Applies for 10-Cent Fare——The Okla- 
homa Railway, Oklahoma City, Okla., 
which secured an advance in fare from 
7 to 8 cents about Oct. 1, will ask the 
Corporation Commission to grant a 
further raise of 2 cents, making the 
proposed rate 10 cents for cash fares, 
or three rides for 25 cents. John W. 
Shartel, president of the company, 
states that the 8-cent fare was followed 
by a further decline in traffic. The 
city cars carried 894,052 passengers in 
October, 34,000 fewer than were car- 
ried in August. September was not 
used in comparison for the reason that 
the Oklahoma State Fair traffic made 
the month abnormal. Mr. Shartel ex- 
presses the belief that the low point 
in the decline of traffic has been reached 
and that a 10-cent fare with three rides 
for 25 cents will add $8,000 a month 
to the company’s income and be suffi- 
cient to save the situation. The 10- 
cent fare application was filed with the 
Corporation Commission in September 
following the bringing of a receivership 
action in the federal court by bond- 
holders of the company. The 8-cent 
fare was. granted by the commission 
in the hope that it would prove suffi- 
cient and that the application for 10 
cents would not have to be pushed, but 
the company has found this hope of 
adequate relief futile. The company 
was authorized to install the $1.25 
weekly pass. 


Will Operate Buses. — The Tampa 
Electric Company, Tampa, Fla., is plan- 
ning to put into effect as soon as pres- 
ent plans can be carried out an exten- 
sion of the present car system by bus 
lines to suburban territory. P. O. 
Knight, president of the company, said 
that bus service would be started 
within a short time with six buses. The 
routes have not been decided on as yet, 
but the buses will run into the center 
of the city. 


Prepares Rerouting Plan.—The Pitts- 
burgh Railways, Pittsburgh, Pa., has 
prepared a plan of operating changes 
for rerouting cars to relieve congestion 
in the central business area. A pre- 
liminary step involves turning or short- 
looping certain of its lines at the outer 
edges of the downtown section through 
the use of its present track facilities. 
A final step embraces the entire pre- 
liminary step and involves short-looping 
of other lines, part of which require 
franchises from the city for the laying 
of tracks on certain thoroughfares 
which now contain no tracks, also “sep- 
aration of grades,” which suggests the 
construction and operation of an ele- 
vated loop structure on certain streets 
within the downtown business area. 
The company has submitted its com- 
plete general program to the traction 
conference board for its approval. 
Formal protest against the execution 
of the company’s plan for rerouting 
cars in the downtown district was filed 
on Nov. 13 by the Retail Merchants’ 
Association. 
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Foreign News 


Earnings Up in Paris 


Figures on street car and bus opera- 
tion of the Paris Transports en Com- 
mun for the first six months of 1924 
show the mileage greater than that of 
any other like period of their existence. 
The tramways operated 25,352,408 car- 
kilometers, an increase of 24,430 car- 
kilometers. This slight increase was 
due to motor bus competition. Motor 
buses covered 14,355,368 car-kilometers, 
an increase of 1,461,920 car-kilometers 
over the previous six months. 

Receipts were 102,694,037 francs, an 
increase of 14,954,856 francs. Except 
for the fly-boats on the Seine, all oper- 
ating receipts were satisfactory. These 
boats are to be discontinued during the 
winter months. 

The number of passengers carried 
was 238,779,183, an increase of 15,505,- 
750 over those of the previous six 
months. In spite of the increase in 
fares in the spring, passenger-kilo- 
meters increased 12 per cent. 


Glasgow Seeks to Protect Its 
Tramcar Riders 


A demand for a: Court of Criminal 
Appeal in Scotland is being made by 
the residents of Glasgow. This need 
has arisen from the frequent violation 
of the Scottish law providing that no 
motorist may drive between a standing 
tramear and the curb until the roadway 
is clear of passengers, 

In a recent instance a motorist killed 
a woman’ leaving a tramcar and 
severely injured one boarding the car. 
When the case was tried the jury found 
the driver not guilty, .despite the 
evidence. This and.a number of similar 
accidents has created the demand for a 
court to which prosecutors can appeal 
in case of flagrant violation of the law 
and unjust verdicts. 

In England motorists are allowed to 
pass tramcars receiving or discharging 
passengers, although many accidents 
occur from the lack of legislation pro- 
hibiting this practice. 


Corsica Develops the Motor Bus 


Motor bus services have been ex- 
tended on the island of Corsica, near 
Nice, France, is the announcement 
made by the P. L. M. Railway. Prac- 
tically every community: on the island 
is now served either by rail or inter- 
connected bus. Primarily intended to 
develop tourist travel in the Isle of 
Beauty, these bus services are supply- 
ing a real need to the scattered popula- 
tion, which has formerly traveled 
largely on muleback because of the 
present lack of any direct means of 
communication. ms 

Three centers have been established 
for the head lines of the new service. 
From Ajaccio to Corte, via Piana, there 
1s service once a week, the journey 
gccupying two days. Another bus 
makes a once-a-week two-day circuit 


of Bavella and Bonafacio. From Bastia 
the trip to Cap Corse is made twice a 
week, to Orezza once a week and to 
Saint Florent twice a week. From 
Corte the Inzecca route runs once a 
week and a two-day journey -once a 
week includes Corte, Piana and Ajaccio. 

Corsica is probably the ideal motor- 
bus touring ground of the world and 
service is being developed in an inten- 
sive way on this basis. It was tried 
last year as an experiment. 


One-Man Express Bus Tried 

in Paris 

The first of the express lines of motor 
buses in Paris began operation on Sept. 
22 on the Passy-Bourse line. 

Three stops are made near each 
terminus to allow passengers to enter 
and leave. The route of these express 
buses is somewhat shorter than that of 
the regular service and avoids the more 
crowded streets. 


Fares are 1 frane for—any distance. 


The passenger pays the driver on enter- 
ing by the single front entrance, the 
fare being’ recorded: on the ordinary 
type fare register. This one-man opera- 
tion and the registering of fares is the 
first step in France toward putting fare 
collection on bus and street car services 
in line with similar operations in the 
United States. 

The express service will not operate 
on Sundays or holidays. : 


Mulhouse, France, Tramway 
Company Increases Capital 


An increase in capital of 1,500,000 
francs has been granted the Société des 
Tramways de Mulhouse, Alsace, France, 
by the Council General of the Upper 
Rhine. The new issue is to be used 
for electrification of the steam road 
from Mulhouse to Wittenheim and the 
line is to be continued to Theodore, a 
mining: village. The line from’ Mul- 
house to Battenheim will also be elec- 
trified. 


Edinburgh Corporation to Build 
Tramway Equipment 


Six car bodies for the Edinburgh 
Corporation Tramways, Edinburgh, 
Scotland, are to be constructed in the 
municipal workshops of that city. This 
decision was made after receiving bids 
from manufacturers, the lowest re- 
ceived being £990 each, while the Cor- 
poration’s estimate was only £750. It 
is stated that delivery will be much 
quicker. 


Sarthe Tramway to Experiment with 
Gasoline Car.—A_ gasoline-propelled 
passenger car is about to be put into 
service by the Tramways de la Sarthe 
in Brittany, France, as an interurban 
feeder on the line between Grand-Luce 
and Saint Calais. The vehicle has a 


40-hp. gasoline motor and carries 40 
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passengers, of whom 34 are seated. A 
trailer for baggage and package 
freight has a capacity of 7 tons. 
London, England, to Experiment with 
Heating Tramcars.—The experimenta 
fitting of five tramcars with heating 
apparatus, utilizing the heat from the 
motor resistances, is under considera. 
tion by the highways committee of Lon 
don County Council. Owing to the mile 
winters and the large proportion oj 
short-haul passengers few tramears are 
equipped with heating apparatus. 


Tunnel Under Mersey River Dis: 
cussed.—Construction of a tunnel unde1 
the Mersey from Liverpool, England 
to Birkenhead for vehicles and tram. 
ways is under consideration. The pro. 
posed tunnel would be about 2,400 yd 
long and the estimated cost is £7,000, 
000. There is now a railway tunne 
under the Mersey, but vehicles are 
taken across ‘by ferries, which carry 
about 2,500 per day. 

British Railway to Electrify Another 
Line.—Electrification of the steam line 
between Manchester, Oldham and Shaw 
England, and a branch line to Royton, 
a distance of about 12 miles, will be 
begun at once by the London, Midland 
& Scottish Railway, according to an an 
nouncement made Nov. 4 by the diree: 
tors. The third rail system is to be 
used and the cost, including yarious im. 
provements and steel cars, is estimated 
at £600,000. This work is an extension 
of the electrification carried out by the 
Lancashire & Yorkshire Railway before 
the consolidation of the two companies. 


Havana Car Men Strike.—A 24-how 
strike of the platform men of the 
Havana Electric Railway, Light & 
Power Company, Havana, Cuba, was 
called Nov. 8 without warning to the 
public, as a protest against suspension 
of six employees charged with minor 
infraction of rules. Several of the 
union leaders were arrested, but were 
later released on bail. 3 

Argentine Railway to Be Modernized. 
—The street car system of Rosario, 
Argentina, is to be extended and m 
ernized. As the first step toward this 
end, the city engineer has issued speci- 
fications inviting bids on the work. 
These specifications, designated as 
Schedule No. E7210 Street Railways 
File No. 148834, are available at the 
Chicago and New York offices of the 
Bureau of Foreign and Domestic Com- 
merce. 


Modern Transportation Planned |for 
Moscow.—Construction of a subway on 
the American plan, new tramways, 
establishment of omnibus systems, taxi- 
cab lines and other improvements are 
being planned by the municipal author- 
ities of Moscow, Russia. Loans t 
finance these projects’ are being sought 
in France, England and Germany. 

New Cars in Service on Paris 
Versailles Railway.—New motor ca 
have lately been put in service on the 
Paris-Versailles branch of the French 
State Railway. These differ in sev 
important ways from the cars placed 
in service in 1921. Each car will 
four 165-hp. motors, which will give a 
maximum speed of 70 km.p.h. | 
m.p.h.) The motors are also of a diff 
ent type and certain changes have 
made in their mounting. 
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Financial and Corporate 


| Suburban Holders Agree 


Last Obstacle to the Reorganization of 
’ United Railways, St. Louis, 
Removed 


One of the last obstacles to a com- 
plete reorganization of the United Rail- 
ways, St. Louis, Mo., was removed on 
Nov. 17 by the announcement that rep- 
resentatives of holders of $6,500,000 of 
St. Louis & Suburban bonds had agreed 
to the terms of the reorganization com- 
mittee for refinancing the railway sys- 
tem. ‘The plan accepted provides for a 
technical segregation of the suburban 
property, but for its operation by the 
same management as the remainder of 
the United Railways as part of the gen- 
eral city-wide system. The idea behind 
this arrangement is that if in the future 
it becomes necessary through default of 
principal or interest on the bonds fore- 
closure may be attained with a mini- 
mum of legal procedure. The contract 
will also pro rate the share of the light 
and power contracts and franchise 
rights of the companies. 

Provision is also made for the imme- 
diate payment of the $2,000,000 of Sub- 
urban consolidated bonds with inter- 
est at 8 per cent from Oct. 1, 1923, the 
date of default. The general 5 per cent 
bonds, totaling $4,500,000, will be ex- 
changed for new bonds extended to July 
1; 19384, with a sinking fund arrange- 
ment that will retire $100,000 of such 
bonds at par annually until 1934. This 
is the same maturity date as the issue 
of $30,300,000 United Railways general 
4s and indicates that the reorganizers 
plan to refinance both issues at the 
same time. Interest for one year at 5 
per cent will also be paid on the Sub- 
urban general bonds. In the event 
that the United Railways desires to re- 
tire more than $100,000 of the Suburban 
bonds in any one year it is to pay more 
than par for them. 

Under the refinancing plan as now 
agreed upon reorganizers will pay off 
$4,100,000 of underlying bonds, $2,000,- 
000 of Suburban bonds and $4,200,000 of 
receiver’s certificates. The issue of 
$9,790,000 of St. Louis Transit Com- 
pany bonds will be retired at the rate 
of $300 cash and 5% shares of new pre- 
ferred stock for each $1,000 bond, with 
the privilege of purchasing 10 shares of 
new common stock at $12.50 a share for 
each bond. 

There will be 53,845 shares of pre- 
ferred and 352,645 shares of common 
stock in the reorganized company. 
Holders of 163,830 shares of the pres- 
ent preferred stock may purchase 1% 
shares of new common stock at $12.50 a 
share for each share of preferred now 
held. If all exercise this privilege this 
will bring $4,438,000 cash to the new 
company. 

Such common stock as is not taken 
by the Transit Company bondholders or 
preferred stockholders may be _ pur- 
chased by the holders of the present 
common stock, of which the North 

merican Company owns approximately 
72 per cent. 


Under this plan the bonded indebted- 
ness of the company would be reduced 
to $34,800,000, but a new issue of 
$8,000,000 will bring it to $42,800,000. 
The company will ask the Missouri Pub- 
lic Service Commission for the privilege 
of earning 7 per cent on a valuation of 
$57,200,000 already fixed by that com- 
mission. 


Four-Mile Line in New York 
Bankrupt 


The Port Jervis Traction Company, 
operating between Port Jervis and the 


town of Deerpark, Orange County,’ 


N. Y., filed a: voluntary petition in 
bankruptcy on Nov. 17 in the United 
States District Court. It was stated 
on behalf of the railway that the in- 
debtedness was $165, 419 and the assets 
$19,038. 

Judge Henry W. Goddard appointed 
Harry T. Crist, Port Jervis, receiver 
under a $3,000 bond. The company also 
asked that its bus business be adjudged 
bankrupt, stating its liabilities amounted 
to $8,824 and its assets to $4,045. 

According to its petition, the com- 
pany operates on its surface car route 
3.985 miles in a community of 10,171 
people. Samuel M. Cuddeback, attorney 
for the company, recorded as one of its 
big items of indebtedness $70,000 of 5 
per cent first mortgage bonds, held by 
the Orange County Public Service Com- 
pany, Inc., Middletown, N. Y., with in- 
terest unpaid up to Oct. 1 of the cur- 
rent year, amounting to $27,527. 

Other items listed as debts include 
State taxes of $213; taxes to the city of 
Port Jervis for 1921, $398, and for the 
current year, $374; county taxes, $3,224, 
and the Bank of Port Jervis, with an 
unsecured claim of $8,000. 

Some of the assets are real estate, 
$10,000; receivable accounts, $3,208; 
vehicles, $5,100, and deposits. of $725. 
Secured claims amount to $97,527 and 
unsecured claims $62,984. 


October Operations in Toledo 
Show Deficit 


While showing a slight improvement 
over September, operations of the Com- 
munity Traction Company, Toledo, 
Ohio, during October this year proved 
to be far under the similar month a 
year ago. Commissioner E. L. Graum- 
lich reported a net loss of $27,268, 
bringing the total deficit to the stabiliz- 
ing fund to $550,753, including the 
original $400,000 in the fund. Actual 
operating expenses were met in October 
and about half the bond interest and 
dividends on preferred stock earned. 

Increase in passenger revenue over 
September was $24,373. Operating 
charges for the month totaled $224,722, 
including $15,000 set aside for extraor- 
dinary maintenance. Last year the 
operating expense in October was 
$251,883. 

During October 3,831,612 revenue 
passengers were carried compared with 
5,178,069 for October a year ago. Sep- 


tember this year showed only 114,383 
revenue passengers a day were carried. 

Business has continued to pick up 
for the first half of November with an 
increase in revenue of $4,500 as com- 
pared with a similar period: of last 
month. 


Successful Year in 1923 


Capital Traction Closes Unusually 
Active Year with Substantial 
Increase in Balance 


The credit balance of the Capital 
Traction Company, Washington, D. C., 
at the close of 1923 was $1,524,240, an 
increase. of $169,673 over the credit 
balance at the end of the preceding 
year. More than ordinary activities 
during 1923 included the taking over 
of the Kensington Railway, the ex- 
tension of tracks over the Key Bridge, 
the installation of bus lines and the 
large amount of work done on repair, 
maintenance and construction. 

The report states that the increased 
use of automobiles in and about 
Washington is still affecting the rail- 
way. The average daily number of 
passengers carried during 1923 was 
188,090, which represented a loss of 
3.15 per cent over the preceding year. 
The loss in traffic resulted in a corre- 
sponding reduction in revenue. Operat- 
ing expenses decreased $39,025 despite 
the fact that much money was utilized 
in the installation of bus service. 

In February, 1923, bus service was 
substituted for operation on Con- 


SUMMARY OF OPERATIONS OF CAPITAL 
TRACTION COMPANY YEAR ENDED DEC. 31 


1923 1922 
Passenger revenue, railway... $4, aes At $4,966,341 
Bus'revenuey...cs.e en oee es At ect - ante 
Special car revenue.......... 106 20 
Total revenue from trans- 
portation: aceon Ss 4,819,426 4,966,361 
Revenue from operation other 
than transportation........ 23,192 27,682 
Railway operating revenue. 4,842,619 4,994,044 
Operating expenses (64.117 
per cent gross revenue)..... 3,128,186 3,167,211 
Net operating revenue..... 1,714,432 1,826,832 
Taxes assignable to railway 
OPETATION. he hi eos 409,031 436,093 
Operating income.......... 1,305,400 1,390,739 
Non-operating income........ 34,725 34,906 
Gross incomes . 5.44.5 .«s $1,340,126 $1,425,645 
Deductions from gross income: 
Interest on funded 
debtieterns aes $280,300 
Interest. on un- 
funded debt.... 22,950 
Miscellaneous rents 1,317 
Rent for leased ' 
TOAGEaRe ee 12,832 5 
Miscellaneous 
debits: eve sic. 4,372 
Total deductions.......... 321,773 320,655 


Neb COLE Ti celame- sisters her tat $1,018,352 $1,104,992 
PROFIT AND LOSS STATEMENT 
Credits: 
Balance at be- 
ginning of year $1,354,567 
Net income for 
1,018,352 


: 2,372,919 
Debits: 
Dividends...... 
Excess cost of re- 
constructing 
Kensington 
Railway tracks 
Miscellaneous.. . 


840,000 
8,669 
10 


Credit balance at close of 
$1,524,239 $1,354,567 


ooo 
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SUMMARY OF OPERATIONS PER REVENUE 
PASSENGER IN CENTS 


1923 ae 
Passenger revenue........-.----++55: AIS 
Other revenue........... ene .08 .08 
Gross revenue........-.----++0+e+s f 7 | 10 7.09 
Operating expenses...........--.---. 4.96 4,47 
AXOR a a elte eos ace arrane oes eecaete ieee Do ON 
Interest and other deductions......... whl 45 
Operating expenses, taxes, interest, and 
other deductions.............-.++. 562% 5.09. 
INGE MH COMIE 6s tac shes dicts tema ne 1.48 1.56 


SUMMARY OF OPERATIONS PER CAR-MILE 
IN CENTS 


1923 1922 

Passenger revenue...........0e0eeeee 49.55 52.00 
Other reveneg erie uc tone ater 139 65 
GPOBBITEVONUE sep 6 dieve nie es ee Roepe 50.14 52.65 
18) ti Repos Caper 32.16 33.16 
Teeter MCG ols Lee 4.20 4.56 
Interest and other deductions......... 35 Bie 150 
Niettincomies) «ssc cians yore eames 10.47 11.57 


REVENUE AND TRANSFER PASSENGERS 


Number of passengers carried: 1923 1922 
‘AGS Gonthtxrend be cine 16,562,845 15,303,295 
IAG Z obtite esials vane betaine 9,263,546 
Ab GP COUR le.ls <r sae 50,791,651 45,025,583 
PAT A NGETEDS US ieieks e. cereeie mess 923,00 972,779 
DAG STGON GRA: heii sa. Wes anrtene 304,206 321,724 
Number of cash passengers 

carried on Kensington line 27 35) wee ches 

Number of ticket passengers 

carried on Kensington line. A3,612 coi. aciars 
Total revenue passengers. 68,652,870 70,886,927 
Other passengers: 
l-cent intercompany trans- 
fer passengers........... 2,803,125 2,636,136 
2-cent bus to car transfer 
passengers..,........... 126,295 1,009 
2-cent car to bus transfer 
PaASseNSersiie cin aie ver 94,814 
2-cent Eastern High School 
tigkéts® ss... weeetunie. aia 3,057 
Free car to bus transfer 
PASSENZEMS. 2 sees mes ss 179,563 202 

Capital Traction Company 
free transfer passengers..... 17,368,473 18,182,305 

Other free passengers: 

Employeesis: 2...) sceeaee 844,715 883,835 
Policemen and firemen,.... *76,403 *82,496 
Total passengers........ 90,149,315 92,672,910 


*Exclusive of policemen and firemen riding free 
while in uniform, 


necticut Avenue, on May 17 a bus line 
was established at Fourteenth and Ken- 
nedy Streets and on Aug. 1 the opera- 
tion of a bus line from Eleventh Street 
was put under way. Again on Dec. 1 
a bus line was established from Seven- 
teenth Street and Pennsylvania, Avenue. 
Eight buses were purchased at a total 
cost of $56,876. On the subject of bus 
operation the company states that the 
operation of these lines must, for the 
time being at least, result in some 
loss financially, but the company 
believes it is essential to establish the 
policy that all urban transportation 
should be furnished by the existing 
street railway companies wherever the 
need for it is positively shown. The 
additional transportation can be fur- 
nished much cheaper, for the present 
at least, by buses than electric lines 
on account of the high cost of conduit 
track construction. 


FUNDED DEBT UNCHANGED 


There has been no change in the 
company’s funded debt. Of the total 
authorized issue of $6,000,000 first 
mortgage 5 per cent bonds maturing 
in 1947, $200,000 are held in the 
treasury and $194,000 have been re- 
purchased and are held in the fire 
insurance reserve. Capital expenditures 
for the year amounted to $392,380. 
No change has been made in the 
method of accruing depreciation for 
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several years past. The total amount 
accrued was $424,060. Charges against 
the reserve were $178,245, leaving a 
net accrual of $245,815. The balance 
in reserve on Dec. 31 was $1,665,474, 
of which $806,000 was invested in 
United States securities, $48,571 depos- 
ited in interest-bearing accounts and 
$810,902 advanced for capital expendi- 


tures. Tax accruals for 1923 were 
$439,031. 4 
The three-year contract covering 


wages and working conditions which 
expired on March 30 was renewed for 
another three-year period through 
direct negotiations without the neces- 
sity of arbitration. In the history of 
the Employees’ Relief Association, 
the year 1923 was the most prosperous. 
After charging off expenditures for 
sick and death benefits and all other 
expenditures the year’s operation 
showed a net profit. 

The accompanying tables show the 
year’s operation in toto and per car- 
mile and some passenger statistics. 


Terms of Holyoke Power House 
Sale Announced 


The stockholders of the Holyoke 


Street Railway, Holyoke, Mass., meet-. 


ing there on Nov. 18, ratified the action 
of the board of directors of the com- 
pany in arranging for the sale of the 
railway power plant to the Turners 
Falls Power Company. 

By the terms of the agreement the 
railway will receive $400,000 for the 
plant, but will agree to take power 
from the power company for a period 
beginning Jan. 1, 1926, and extending 
to Dec. 31, 1945. It is agreed, however, 
that the power company can begin to 
furnish power to the railway prior to 
the date mentioned if equipped.to fur- 
nish such service. The power company 
has already made connections with rail- 
way lines at various points, except in 
Holyoke. 

At the base rate of 0.018 cent per 
kilowatt-hour the minimum payment by 
the railway for power would be 
$117,000. 


Jitney Competition Hurtful 
in Atlanta 


For the fourth consecutive month 
the receipts of the railway department 
of the Georgia Railway & Power Com- 
pany, Atlanta, Ga., have shown heavy 
losses as compared with the figures for 
1923, the loss for October amounting to 
$41,269. This is the largest decrease 
im revenues of any month this year 
with the exception of September, which 
showed a loss of $47,000. 

With $38,779 for July on the wrong 
side of the ledger and $35,904 for 
August, revenues of the railway de- 
partment for the past four months are 
now $162,954 under those for the simi- 
lar period in 1923. 

It will be recalled that the railway 
failed by more than $565,000 in 1922 
and by more than $589,000 in 1923 to 
earn the amount set by the State Pub- 
lic Service Commission as a fair return 
on the commission’s minimum valuation 
of the property. This year it will fail 
by a much greater amount to yield a 
fair return. 
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In view of these conditions the com- 
pany has again called attention to th 
petition before the City Council asking 
that steps be taken to put the railway 
on a self-sustaining basis. The com- 
pany says that the figures for the past 
four months should be convincing proof 
of the statements contained in the peti- 
tion and made. by officials at the publie 
hearings last January that unless re- 
lief is given it will be impossible to 
continue the railway service. The 
losses are considered to be due largely 
to unfair jitney competition. 5 


Date of Conspectus Announced.—The 
Conspectus’ of Indexes prepared by 
Albert S. Richey will be published in 
the ELECTRIC RAILWAY JOURNAL, issue 
of Nov. 29. 


Railway Buys Bus Line.—The James- 
town-Dunkirk Transit Company, which 
operates several buses between James- 
town and Dunkirk, has been sold to the 
Buffalo & Erie Railway, Buffalo, N. Y., 
according to advices of George Mac- 
Leod, general manager of the transit 
company. It is planned to operate the 
bus line in conjunction with the rail- 
‘way company. 


Service Discontinued.—Service on the 
South Side loop of the Jamestown 
Street Railway, Jamestown, N. Y., has 
been discontinued. The territory is 
now served by a bus line, except dur- 
ing the rush hour, when the : trolley 
cars will run. The South Side trolley 
line was built many years ago and is 
one of the lines on which horse cars 
were first used. The line was elec- 
trified about 1890. 


Passenger Revenue Increases.—For 
the ten-month period ended Oct. 31, 
1924, the Philadelphia Rapid Transit 
Company, Philadelphia, Pa., had a net 
income of $1,709,590 against $1,705,163 
for a similar ten-month period ended 
Oct. 31, last year. The number of pas- 
sengers carried showed a falling off, 
being 755,724,687 in 1924 and 758,262,- 
226 in 1928. The passenger revel 
however, increased. It was $36,494,359 
for the ten months of 1923 and $36,- 
659,484 for the period of January 
through October, 1924. | 


Makes Offer to Sell Toronto Line.— 
The York Township Council has re- 
ceived an offer from Sir Henry Thorn- 
ton, head of the Canadian National 
Railway, to sell on behalf of that sys- 
tem the section of the Toronto Subur- 
ban Railway lying between the city 
limits and Weston. The price is given 
as $15,000. Sir Henry’s suggesti 
also included bettering transportati 
conditions in the district. Prices men- 
tioned were $25,000 for the portion of 
the radial within the Weston town 
limits and $15,000 for the southern end 
running through Mount Dennis into the 
township. A point in the offer was 
that the municipalities were not oblige 
to take over any of the present rolling 
stock of the radial line. It was stated 
that the Toronto Transportation Com- 
mission was willing to assume opera- 
tion of the line provided satisfactory 
financial arrangements were made. 


Net Income Increases.—For the four- 
month period ended Oct. 31, 1924, th 
Brooklyn-Manhattan Transit Company, 
Brooklyn, N. Y., and its affiliated com- 
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nanies had a total operating revenue of 
$14,360,028 against $13,020,657 for a 
similar period of last year. The ex- 
9enses showed an increase from $8,645,- 
726 for the four-month period ended 
Oct. 31 of last year to $9,424,390 for 
the four months of the current year. 
The net income advanced from $1,184,- 
168 for the four-month period ended 
Oct. 81, 1923, to $1,681,863 for the 
similar four months of the current year. 


Operating Ratio 75 per Cent.—The re- 
port of the Madison Railways, Madison, 
Wis., for the year up to Aug. 31, shows 
total revenues at $411,679, while oper- 
ating expenses, not including interest 
or depreciation charges, were $311,352, 
or a little more than 75 per cent of the 
total amount taken in. The number of 
revenue passengers carried during the 
year decreased 190,000 over the two 
preceding years. These facts were con- 
tained in a recent audit made by the 
Railroad Commission. The company 
some weeks ago announced a compre- 
hensive program of replacements and 
extensions to its system. 

‘Deficit Increased.—For the  nine- 
month period ended Sept. 30, 1924, the 
International Railway, Buffalo, N. Y., 
reported an operating income of $7,741,- 
174 against $8,065,828 for the similar 
nine months in 1921. The operation 
and taxes showed a falling off, being 
$7,062,555 in 1921 and $7,043,486 in 
1924. The gross income fell off from 
$1,033,769 in 1921 to $736,435 in 1924. 
After the consideration of income de- 
ductions the nine-month period of 1924 
showed a deficit of $353,963 against a 
deficit in 1921 of $91,209. The com- 
pany states that because of the strike 
in 1922 and its effect on the revenue 
and operating costs of the year 1923 
the calendar year 1921 is used for com- 
parative purposes. 

Holdings Transferred. — The stock- 
holdings of the Barnsdall Corporation 
of New York, which controlled the 
Moncton Tramways, Electric & Gas 
Company, Moncton, N. B., Canada, have 
been transferred to the Stevens & Wood 
interests of New York. Reference to 
the Canadian undertaking changing 
hands was made in the ELECTRIC 
RAILWAY JOURNAL, issue of Oct. 4, 
1924. About 2.5 miles of electric rail- 
way in Moncton are involved. The 
Barnsdall Corporation disposed of its 
interests for approximately $500,000. 
This stock was carried on the company’s 
balance sheet at $105,780. 


Changes Hands. — The Wellsburg, 
Bethany & Washington Railway, Wells- 
burg, W. Va., has recently changed 
hands and plans have already been laid 
by the new owners, the Buffalo Valley 
Collieries Company, to extend the line 
to Washington, Pa. For many years 
there has been discussion about this 
extension. The leasing of the line was 
referred to in the ELectric RAILWAY 
JOURNAL, issue of Aug. 23, 1924. 

_ New Manhattan Railway Directors.— 
At the annual meeting of stockholders 
of the Manhattan Railway, New York, 
on Nov. 12, James F. Hughes, William 
Dean Embree and John Nordhouse were 
elected to fill vacancies on the board of 
directors. The Manhattan Railway 
wns 140 miles of elevated railway 
eased by the Interborough Rapid 
‘Transit Company. : 
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Personal Items 


A. J. Manson Advanced 


Well-Known Westinghouse Official Is 
Made Manager of Company’s 
Heavy Traction Division 


A. J. Manson, manager of the trans- 
portation division of the New York 
office of the Westinghouse Electric & 


Manufacturing Company for the past: 


four years, has been promoted to man- 
ager\of the heavy traction division of 
the railway department with: head- 
quarters at East Pittsburgh. 

Mr. Manson is considered one of 
America’s foremost authorities on rail- 
road electrification. He joined the 
Westinghuose company through its 
engineering apprenticeship course about 
nineteen years ago. Just before that 
he was graduated as an electrical engi- 
neer from the Massachusetts Institute 
of Technology. 

His long service with the Westing- 


©Underwood & Underwood 
A. J. Manson 


house company has included every 
branch, from construction to sales. As 
a result Mr. Manson has been connected 
with the work of solving nearly all of 
the important electric transportation 
problems in the eastern part of the 
United States. They include helping 
to build and test the first New Haven 
locomotive; being assigned to the elec- 
trification work of the New York, New 
Haven & Hartford Railroad in the 
spring of 1907 and aiding in the in- 
auguration of electric service; instruct- 
ing steam engineers in their duties as 
electric enginemen, and qualifying the 
early ones for electric service, and 
being associated with the preliminary 
test conducted by the Pennsylvania 
Railroad on Long Island prior to the 
decision as to the system to be used in 
the Pennsylvania tunnels entering New 
York City. 

Another accomplishment of Mr. Man- 
son was assisting F. H. Shepard, di- 
rector of heavy traction of the West- 
inghouse company, in connection with 
the Pennsylvania-New York tunnel 
electrification. This installation in- 


cluded power house, substations and lo- 
comotives. Mr. Manson is well known 
throughout the electrical and railway 
world through his book “Railroad Elec- 
trification.” 


R. L. Peterman in Charge of 
Spartanburg Property 


R. L. Peterman has assumed charge 
of the local utilities at Spartanburg, 
S. C., recently bought up by W. S, 
Barstow & Company. Mr. Peterman en- 
tered the utility field at Charleston, in 
the electric light division of the utilities 
company. He later went to Bingham- 
ton, N. Y., with the Binghamton Light, 
Heat & Power Company, another Bar- 
stow property, as general manager, suc- 
ceeding Robert N. Hodgson. At one time 
Mr. Peterman was superintendent of 
the Pennsylvania Utilities Company. 

As vice-president and general man- 
ager of the South Carolina Gas & Elec- 
tric Company in Spartanburg Mr. 
Peterman has the problem of restoring 
railway service, which has been aban- 
doned on practically all lines for the 
past few years. One of his first steps on 
assuming charge of the Spartanburg 
property was to petition the City Coun- 
cil for permission to operate bus lines 
in conjunction with the railway lines. 
In addition to his duties in Spartanburg 
Mr. Peterman also has charge of the 
Columbia Railway, Gas & Electric Com- 
pany, another recently purchased Bar- 
stow property. 


G. E. Emmons Retires from 
General Electric 


George E. Emmons has asked to be 
relieved of his duties as vice-president 
of the General Electric Company in 
charge of manufacturing. Mr. Emmons 
is a pioneer in the electrical industry. 
He has been actively engaged in the 
management and development of the 
production department of the General 
Electric for nearly thirty years. Dur- 
ing his administration the Schenectady 
plant attained its present immense 
proportions, and he has also been in- 
strumental in the development of the 
company’s plants in other places. He 
began his electrical work with the old 
Thomson-Houston Company in 1886. 
When that organization was merged 
with the General Electric Company he 
was retained on the staff. 

In 1895 he was made general manager 
of the plant at Schenectady and in 1916 
was elected to the office of vice-presi- 
dent. Two years ago Mr. Emmons was 
decorated by the Japanese government 
in recognition of his services in intro- 
ducing electrical machinery into Japan 
and of his contributions to the develop- 
ment of the electrical industry in that 
country. 

In commenting on his resignation 
Gerard Swope, president of the com- 
pany, said: 


Mr. 
loyally, 


Emmons has served the company 
whole-heartedly and indefatigably 
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for almost ’forty years. He has met his 
arduous responsibilities not only with out- 
standing ability, but in a manner which 
has won and held the respect and affection 
of workers in all grades of service through- 
out the organization. 


Willis A. Lovejoy New Superin- 
tendent of Maine Property 


Willis A. Lovejoy has succeeded 
Sterling T. Dow as superintendent of 
the York Utilities Company, operating 
between Sanford and Biddeford and 
from Town House to Kennebunkport 
and Cape Porpoise, Me. Mr. Dow, 
whose resignation was referred to re- 
cently in the ELEcTRic RAILWAY JOUR- 
NAL, has accepted a similar position in 
Portland. His successor was elected 
at a meeting of the board of directors 
on Oct. 29, but the promotion did not 
become effective until Nov. 1. Mr. Love- 
joy has been associated with the Maine 

‘property, formerly the Atlantic Shore 
Line, for twelve years. He was first 
employed as shop foreman at Dover, 
N. H., when the Dover and Portsmouth 
branch was in operation, and later as 
master mechanic at Town House. Mr. 
Lovejoy originally went to the Atlantic 
Shore Line from Lewiston, where he 
was in charge of the carhouse of the 
old Lewiston, Brunswick & Bath 
Railroad. 

George Hanscomb, for many years 
connected with the York Utilities Com- 
pany, both in the operating and execu- 
tive departments, was chosen assistant 
superintendent. 


E. L. McCulloch, who was assistant 
to C. D. S. Johnson, president of the 
old Denver & Laramie Railroad and the 
Seeing Denver Electric Railway Com- 
pany, and who piloted the canvass of 
Rice Means until he was elected United 
States Senator in the November elec- 
tion, has been appointed secretary to 
Colonel Means. Mr. McCulloch is a 
former newspaper man. 


Carl Bacon, for the past four years 
chief electrical engineer of the Olean, 
Bradford & Salamanca Railway, with 
headquarters at Olean, N. Y., has re- 
signed. He will become connected with 
the Texas Company, New York. 


H. G. Butler would seem to be near- 
ing the end of his duties as state power 
supervisor in California. The emer- 
gency during which he has been serv- 
ing has about passed. With the im- 
pending finish of the necessity for 
power saving, much praise is to be 
extended for the qualities of firmness, 
tact, consideration and quiet efficiency 
shown by Mr. Butler. The State Rail- 
road Commission had full jurisdiction 
over the power-saving campaign, and 
that body selected him for the position 
of state power supervisor principally 
due to the skill he displayed in similar 
executive work during war-time con- 
servation. In the work now drawing 
to a close Mr. Butler has, more or less, 
occupied a buffer position between the 
public utilities, including the electric 
railways, and consumers, and he has 
performed the near miracle of appar- 
ently satisfying all parties and bring- 
ing about civic teamwork. Under a 
less competent hand, confusion might 
easily have resulted. Mr. Butler is a 
consulting engineer in private practice 
in San Francisco. 
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Mr. Butler Named Senator 


Electric Railway President Appointed 
by Governor to Succeed the Late 
Mr. Lodge of Massachusetts 


William M. Butler, president of the 
Boston & Worcester Street Railway, 
Framingham, Mass., and the Boston & 
Worcester Electric Companies, was 
appointed on Nov. 18 by Governor Cox 
of Massachusetts to fill until the next 
general State election in 1926 the seat 
in the United States Senate left vacant 
by the death of Henry Cabot Lodge. 
Mr. Butler led Calvin Coolidge’s pre- 
convention. campaign for the Presiden- 
tial nomination and was chairman of 
the Republican national committee in 
the recent election. He will continue in 
that capacity. 

From the eighth floor suite of offices 
at 77 Franklin Street, Boston, Mr. 
Butler has long kept a watchful eye on 
the operations of his several textile 
properties, an electric railway and the 
political horizon. Visitors concerned 
with one or another of these fields of 
activity come and go in a constant 
stream. Like the late Senator Crane 
and like the silent man of the White 
House, Mr. Butler is a doer rather than 
a talker. By his own efforts he has 
made_a fortune in the textile industry, 
controlling some of the best properties 
in New England, and has found time to 
take an effective part in politics, state 
and national. for many years. He has 
a vigorous physique, is alert of mind 
and is endowed with charm of person- 
ality. 

A year ago, before Mr. Butler threw 
himself into the Coolidge campaign, it 
was said of him that politics was his 
hobby, his recreation. It was said that 
he loved the game, but that he was 
merely a fan. However, he proved 
himself to be an adept at the game 
when he took it upon himself to partici- 
pate as a player. ~ 

Mr. Butler is a minister’s son. His 
father, James D. Butler, was formerly 
a sea captain of New Bedford, and later 
was ordained a clergyman in the Meth- 
odist Episcopal Church. His mother 
was Eliza B. Place. William was born 
in New Bedford on Jan. 29, 1861. He 
received his education there, and before 
deciding to make law his life profession, 
worked as a bookkeeper. Then he at- 
tended Boston University, graduating 
with his law degree in 1884, and setting 
up an office in New Bedford. He got 
his first taste of politics by being 
elected to the New Bedford City 
Council and to the State Legislature. 
But he was Councilman, Representative, 
Senator, and then he quit being a can- 
didate for office and became a manager. 
It was then that Senator Crane took 
charge of his destiny. 

Mr. Butler moved to Boston and his 
law practice expanded. He acquired in- 
terests in various business concerns, 
chiefly textile interests and the Boston 
& Worcester Street Railway. He kept 
in touch with legislation and took up 
politics as his hobby. When Crane was 
in Washington Mr. Butler was _ his 
spokesman in Massachusetts. 

Besides being president of the Bos- 
ton & Worcester Street Railway, Mr. 
Butler is head of the Butler Mill, 
Hoosac Cotton Mills, New Bedford Cot- 
ton Mills Corporation, and Quissett 
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Mill. He has been a trustee of Bostor 
University and a member of a hal 
dozen exclusive clubs. 

In urging the appointment of Mrz 
Butler to public office the Boston New: 
Bureau paid him this fine compliment 


Nobody is better equipped, nobody ha 
shown higher talent, to uphold the Coolidg: 
program than William M. Butler. He may 
not want the task. Private business i 
calling for his attention, as it is callings 
for the attention of many valuable mem 
bers of the Cabinet. But is it not a duty 
for them all to sacrifice still further per 
sonal considerations and plant the Unites 
States solidly on world reconstruction witl 
reduction of government interference a) 
reduction of taxation? 

Is not one of the keynotes of this situ 
ation the appointment of William M. But 
ler by Mr. Cox to uphold the hands of thi 
administration and the policies of Presi 
dent Coolidge? And is it not the duty o 


Mr. Butler to accept? 


Obituary 


Martin F. Delahanty died suddenl; 
on Oct. 23 at his home in Buffalo, fol 
lowing a stroke the day before. He ha 
been connected with the Internationa 
Railway, Buffalo, for 27 years in variou 
capacities. At the time of his deatl 
Mr. Delahanty was foreman of th 
electrical department. 


i) 


E. A. Gregory, district sales manage! 
of the American Brake Shoe & Foundry 
Company, New York, with headquarter; 
and residence at Houston, Tex., died o1 
Nov. 1 in New York, following a severs 
illness and operation. Mr. Gregory: wa: 
a most lovable character and a genera 
favorite with a large number of friends 
acquaintances and railroad officials, par 
ticularly in territory comprising th 
States of Louisiana, Mississippi, Texas 
Arkansas and Oklahoma. He was bor 
in Nashville, Tenn., on March 22, 1877 
and took up railroad work in 1900 witl 
the Nashville, Chattanooga & St. Loui 
Railway. In 1903 he was appointet 
foreman of terminals of the Louisvill 
& Nashville Railway at Nashville 
Tenn., which position he held until 
entered the employ of the Americar 
Brake Shoe & Foundry Company 01 
Jan. 15, 1909. On March 1, 1923, hi 
was appointed district manager of the 
company, with headquarters at Houston 


Frederick Alfred Boutelle, a pionee! 
in the electric railway industry, died or 
Nov. 4 at the home of his daughter iz 
Portland, Me. He was identified with 
transportation companies on the Atlan 
tic coast, the Pacific coast and in ‘the 
central states for more than 45 years 
At the age of 18 years, he entered thé 
employ of the Delaware & Hudso1 
Canal Company in the capacity of teleg. 
rapher. Some years later he wat 
promoted to chief dispatcher. He con 
tinued in this position until 1901, wher 
he resigned to become general super 
tendent of the Hudson Valley Electri 
Railway, Glens Falls, N. Y. In 190% 
he became superintendent of transpo! 
tation of the Columbus, Buckeye Lak 
& Newark Traction Company and 
Columbus, Newark & Zanesville Elee 
tric Railway. In 1905 he resigned thi 
position to become general superin 
tendent of the Tacoma Railway | 
Power Company and the Puget Soun 
Electric Railway at Tacoma, Wash. 
held this position until he retired 
1918. Mr. Boutelle was 73 years olf 
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ui SS Local Firm Favored for 
Detroit Bus Bid 
Manufactures and the Markets Following a hearing on Nov. 14 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


Electrification Progressing 
in Europe 


Roads Are Planning to Handle Greater 
Traffic and Already Have in Use 
Over 3,000,000 Hp. of Locomotives 


Marked activity in electrification all 
over Continental Europe was observed 
by Frank H. Shepard, director of heavy 
traction of the Westinghouse Electric 
& Manufactur:‘ng Company, who re- 
turned to New York last week after a 
month’s trip to France, Italy, Spain, 
Switzerland, Czechoslovakia, Germany, 
Holland and England. In an interview 
with representatives of this paper he 
said that the work of electrification on 
the Continent is in full swing. Plans 
are being made for the future, so that 
the railroads can handle greatly in- 
creased traffic. 

Installations in progress or already 
in operation on the railways in Nor- 
way, Sweden, Germany, Austria, Swit- 
zerland and Italy, using alternating- 
current trolley systems, single-phase 
or three-phase, now have in use or on 
order locomotives totaling some 2,500,- 
000 hp. In France, England, Spain and 
Holland, where the direct-current sys- 
tems are used, some 600,000 hp. of 
locomotives are built or building. 

While in the past American manu- 
facturers have supplied considerable 
electrification material for European 
roads, Mr. Shepard is of the opinion 


that in future the nationalist move- » 


ments in the leading European coun- 
tries will result in the production 
locally of more and more of their equip- 
ment. This movement has even gone sc 
far as to affect the decision for elec- 
trification systems, _ particularly in 
France, where diréct current was 
adopted in part to prevent interchange- 
ability withe Germany, which uses the 
single-phase system. 


AMERICAN EXPERIENCE STILL NEEDED 


Mr. Shepard felt that despite the 
movement for patronizing home indus- 
tries, American engineering experience 
and the leading position of this country 
in the electrical industry will make ‘the 
‘assistance of our manufacturers essen- 
tial, so that they may expect to par- 
ticipate in European electrification 
work for a long time to come. Of 
course, he said, we must bear in mind 
that foreign countries have gone much 
further than America in electrification 
work, having three to four times as 
many miles operated in this manner, 
although the United States has over 
half the world’s railroad mileage. 

What is needed here, he said, is that 
the railroads get away from the pres- 
ent plan of going along day by day, 
which has come as a result of over- 
regulation and adverse legislation, and 
adopt a broad policy looking toward 
the future. Greater stability in the 


political situation should bring this 
nearer than it has been. Electrification 
should then be considered not as a 
means of replacing steam but of giving 
a service impossible with present oper- 
ating methods. 


$8,250,000 for New Equipment 


The Illinois Central Railroad on Nov. 
19 awarded contracts for $8,250,000 of 
new equipment. This includes 130 mo- 
tor cars to be built by the Pullman Car 
& Manufacturing Company and 85 
trailers by the Standard Steel Car Com- 


‘pany. The contract for the entire elec- 


tric control equipment was awarded to 
the General Electric Company. The mo- 
tor order was divided between the Gen- 
eral Electric Company and the West- 
inghouse Electric & Manufacturing 
Company, each company to furnish 50 
per cent. Deliveries of cars and elec- 
tric equipment shall start March 1, 
1926, and shall be completed by July 
1, 1926. Except for the electric equip- 
ment these cars will be similar to the 
45 purchased during the last three 
years, which are now hauled by steam 
engines. The motor cars will carry 
pantographs and will be arranged for 
multiple-unit control from either mo- 
tor or trail car. 


Brooklyn Car Order Placed 


Final decision has been reached by 
the Brooklyn City Railroad, Brooklyn, 
N. Y., concerning the placing of its 
order for 335 double-truck four-motor 
cars. Of these 150 will be built by the 
J. G. Brill Company, the trucks being 
built by Brill; 100 by the St. Louis 
Car Company and 85 by the Osgood- 
Bradley Car Company. Motors for the 
entire complement will be supplied by 
the Westinghouse Electric & Manufac- 
turing Company. Westinghouse Air 
Brake Company will furnish the air 
brakes. Some details of the other 
equipment of the cars remain to be 
settled and announcement concerning 
them probably will be made in the near 
future. 


Metal, Coal and Material Prices 


Metals—New York Nov. 18, 1924 
Copper, electrolytic, cents perlb......... 13.938 
Copper wire base, cents perlb............ 16.25 
Dead yicents perIbiitstiicc take ccee ses 8.65 
VAVECH OOS «9 en on 7.25 
Tin, ‘Straits, COMEBPOP IO. 6. ces ce see 54.75 


Bituminous Coal f.o.b. Mines 
Smokeless mine run, f.o.b. vessel, Hampton 


Roads, grosstons..................+. $4.325 
Somerset minerun, Boston, net tons. . 2.05 
Pittsburgh mine run, Pittsburgh, net tons 1.875 
Franklin, Ill., screenings, Chicago, nettons. 1.375 
Central, Ill., screenings, Chicago, net tons =|. 275 
Kansas screenings, Kansas City, net tons 2.00 


Materials 
Ru wire, N. Y., No. 14, per 


Weatherproof wire base, N. Y., cents perlb, 18.25 
Cement, Citar net prices, without bags 2.20 


Linseed oil (5-Ib. lots), N. Y., per gal..... $1.13 
White lead, in oil (100-1b. Dae Ne YY, 
Paine er Ib., carload lots............5. 0.152 


tine (bbl. lots), N. Y., per gal... 0.85 


before the Detroit City Council in 
committee, it was decided to award a 
contract for 50 double-deck buses for 
the Department of Street Railways to 
the Standard Motor Truck Company, 
a local concern. The Street Railway 
Commission had _ previously recom- 
mended that the bid of the Yellow 
Coach Company, Chicago, be accepted, 
although that concern’s bid was $11,250 
a bus and the Standard Company’s 
bid was $9,500. Final action has not 
yet been taken. Even after the con- 
tract is awarded the Council can recon- 
sider its action any time within several 
days. 

Ross Schram, general manager, sug- 
gested that if it was desired to en- 
courage the bus building industry in 
Detroit, the Council should reject the 
bids now under consideration and re- 
advertise so as to purchase 25 buses 
of known quality from the Chicago 
firm and distribute contracts for 25 
among the Detroit manufacturers. He 
suggested that the commission be per- 
mitted to provide new specifications. 

It was pointed out by the commission 
that Yellow Coach buses were wanted 
by the Street Railway Department in 
extending its transportation service 
because those buses met all the require- 
ments specified by D.S.R. engineers 
and were manufactured by a concern 
which has put out hundreds of buses 
similar to those desired for use in 
Detroit, while the Standard company 
has made only single-deck buses. 

Mr. Schram also questioned the as- 
sumption that the Standard’s bid was 
the lowest. He cited that the bid was 
on a type of bus that differed in five 
or six important details from ‘that of 
the other company. 

A tentative agreement has been 
reached by the D.S.R. under which the 
department may rent single-deck buses 
from Dodge Brothers, Inc., for sub- 
urban use with the understanding that 
the rental paid may be applied on the 
ultimate purchase price if the city 
decides to buy the buses. The D.S.R. 
has been given authority to advertise 
for open bids on such a rental project. 


Glasgow Corporation Rejects 
American Bid 


The Glasgow Corporation turned 
down on Nov. 18 the recommendation 
of the tramway committee to place a 
contract for special trackwork with the 
United States Steel Products Company. 
Its offer was £7,850, or £800 less than 
the lowest British offer, which the cor- 
poration decided to accept. The vote 
of the corporation was 73 against ac- 
ceptance to 17 in favor. 

In making his motion that the work 
be given to the lowest British bidder, 
Counselor Walker said that the Ameri- 
can company refused to recognize the 
elementary right of workmen of com- 
bining to protect their interests and 
that the Americans were throwing their 
goods in England at lower prices than 
they charged in the home market so 
as to destroy any revival of trade in 
Britain. 
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Car Order Delayed 


Grand Rapids Railway Intends to Con- 
duct Test of Vehicles Supplied 
by Three Manufacturers 


Louis J. DeLamarter, vice-president 
and general manager of the Grand 
Rapids Railway, has announced he has 
secured the co-operation of three of the 
leading car builders in the country for 
a comprehensive test on the lines of his 
company of three types of street car 
which will embody the latest ideas in 
car construction. 

Cars will be entered in the competi- 
tion by the Light Weight Noiseless 
Electric Street Car Company, Minne- 
apolis; the St. Louis Car Company, St. 
Louis, Mo., and the J. G. Brill Company, 
Philadelphia. These cars are to be 
light-weight, double-truck, single-end 
type, arranged for both one-man and 
two-man operation. Definite details of 
the cars in the contest have not been 
settled. It is expected the cars will be 
delivered to the railway about Feb. 1, 
1925. They will be operated through 
the winter, given the severest tests 
possible and a decision reached in the 
early spring by the railway with respect 
to the award of a large order for new 
cars. 

The average weight of the cars to be 
replaced is about 47,000 lb. The new 
cars will weigh about 24,000 lb., but 
will have the same seating capacity as 
the cars it is intended they shall re- 
place. They will be 36 ft. 8 in. long, 
equipped with double folding front and 
rear doors. The roof will be of the 
plain arched type and will be made 
of Haskelite. The interiors will be 
finished in mahogany. 

One or more of the cars will be 
equipped with Mead cushion wheels, a 
new departure in street car construc- 
tion. This wheel has a steel tire with 
rubber core, designed to eliminate any 
shock. Another feature is to be a 
brake band which will operate on large 
brake drums attached directly to the 
axles, the same as on automobiles. In 
order to install the band brake it has 
been necessary to redesign the truck 
to make it inside hung and not outside 
as at present. An adjustment device 
is to be so arranged that any slack in 
the brakes may be quickly taken up 
from time to time. One of the cars 
doubtless will be equipped with hydrau- 
lic brakes. Four 25-hp. motors will be 
installed on each car. 

There are to be emergency door open- 
ings at the rear, but the operator will 
be prevented from starting the car 
until the emergency door has been 
closed. The cars are also to be equipped 
with an outside control valve to permit 
a street man to open the rear door from 
the outside, collect fares, let passengers 
on and otherwise speed up car loading. 
In addition to the air brake the cars 
will be equipped with a Peacock staff- 
less hand brake for emergency use. 

The windows will be made to be raised 
instead of being lowered into a slot. 
Footrests are to be designed for just 
the proper height and reach for restful 
posture. The seats will be extra wide. 
The seats and backs will be spring 
filled and made of rattan. One of the 
cars will have plain floors and another 
will have mosaic rubber tiling. - Elec- 
tric heaters will be used. There will 
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also be a new and improved design of 
wheel guard and fender. 

Air-operated track scrapers will fa- 
cilitate the work of keeping the right- 
of-way open after heavy snowfalls. The 
latest approved safety car electric light- 
ing fixtures will adorn the new cars. 
For the local service it was considered 
advisable to adopt the folding step to 
which the riding public is accustomed. 
Large illuminated destination and rout- 
ing signs will be used, the destination 
sign on the upper part of the vestibule, 
the route sign on the dash. All the car 
trimmings will be in bronze, polished 
and lacquered. 


A new feature of at least one of the 


cars will be the observation end. The 
rear vestibule will be provided with 
seats all around, giving an unobstructed 
view of both sides of the street. 

During the test period the cars will 
be painted different colors to distin- 
guish them and make it easy for the 
public to give each a trial. 


Rolling Stock 


Indiana Service Corporation, Fort 
Wayne, Ind., is in the market for the 
purchase of 15 new light-weight inter- 
urban cars. 


Detroit United Railway, Detroit, 
Mich., has placed an order with the 
G. C. Kuhlman Car Company for the 
construction of 10 new light-weight 
interurban cars which will be similar in 
design to the last group of cars built 
by the Kuhlman company for the De- 
troit United. 


Portsmouth Public Service Company, 
Portsmouth, Ohio, is changing over six 
light-weight double-truck cars for one- 
man operation. These cars will be 
equipped with Safety Car Devices 
Company equipment and will have the 
exit at the rear. They will be similar 
to the three new cars now being built 
for this company by the Cincinnati Car 
Company. 


Track and Line 


Community Traction Company, To- 
ledo, Ohio, is doing temporary repair 
work on Cherry and Summit Streets. 
It is planned to renew the track next 
summer. 


South Carolina Gas & Electric Com- 
pany, Spartanburg, S. C., is repairing 
street paving between its tracks on 
East Main Street and Morgan Square. 
Tracks are being reconditioned and new 
copper bonds to hold the rail sections 
are being put in place. This work is 
preparatory to resumption of railway 
operation by the new management. 


Key System Transit Company, Oak- 
land, Cal., has opened the new exten- 
sion of the Piedmont electric train line 
into Piedmont, to serve that city and 
give through service to San Francisco. 
The extension into Piedmont runs from 
the old terminal at Piedmont Avenue 
and Fortieth Street over the present 
street car tracks to Manor station, and 
then over a new right-of-way and new 
tracks to Oakland Avenue. The exten- 
sion cost $65,000. The Key System 
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company has also begun work on two 
other projects in its program of track 
replacement and extension. The first 
was started on West Twelfth Street be- 
tween Wood and Market Streets, Oak- 
land. This involves the reconstruction 
of the tracks and the laying of perma- 
nent pavements. The estimated cost is 
$103,000. The second project covers 
double tracking of the Lakeshore Ave- 
nue line on Walla Vista Avenue from 
the end of the present double trackage 
system at Lakeshore Avenue to a point 
about 1,700 ft. beyond. 


Trade Notes 


Armin Elmendorf, who during the 
war was in charge of the plywood sec-— 
tion of the Forest Products laboratory — 
at Madison, Wis., has rejoined the engi- | 
neering staff of the Haskelite Manufac- 
turing Corporation, Chicago, Ill. Mr. 
Elmendorf has been in Europe for the 
past two years investigating the elec- ~ | 
tric railway, bus and commercial body 
fields. During his stay there he col- — 
lected a great deal of interesting data — 
on car construction. Mr. Elmendorf 
reports that the one-piece Haskelite 
roof -has. proved satisfactory on the 
street cars of London and that at ? 
present time there are more than 2,000 
buses on the streets of London using 
Haskelite. 


T. R. Langan, manager of the trans- 
portation division of the Westinghouse 
Electric & Manufacturing Company at © 
Buffalo, N. Y., will succeed A. 
Manson as manager of the transpo 
tion division of the New York office 
the Westinghouse Electric & Manufe 
turing Company. As noted elsew 
in this issue Mr. Manson has been m 
manager of the heavy traction divis 
of the company with offices in Pi 
burgh. 


Howard J. Whittman, Toledo, Ohi 
has been appointed district represen 
tive of the Kuhlman Electric Comp: 
of Bay City, Mich. Mr. Whittman will 
have northwestern Ohio as his territory. 


Westinghouse Air Brake Comp 
Wilmerding, Pa., automotive divi 
has announced the opening of a n 
automotive air brake sales and service 
branch at Detroit in the General Mo- 
tors Building, with C. D. LeFevre ir 
charge. Mr. LeFevre is well known in 
the automotive industry, having serv 
for several years as assistant secrete 
of the Society of Automotive Engine 
A little more than two years ago | 
became Eastern manager of manuf 
turers’ sales for the Westingh 
Union Battery Company and was 
made special factory representative 
He was graduated from Cornell as 
mechanical engineer in 1911. va 


New Advertising Literature : 


J. G. Brill Company, Philad \ 
Pa., has issued Bulletin No. 280, d 
scribing its 27-M. C. B. truck. a 


Crouse-Hinds Company, Syracu: 
N. Y., has issued folder No. 20, ex 
titled Safety Switch Condulets (tur 
bler type). q 


